McGraw-Hill Company, Inc. 


February 14, 1925 


Twenty Cents Per Copy 


Indianapolis makes 
her good streets better! 


Indianapolis ranks high among her sister cities for unusually 
good streets. 


With the Indianapolis interest in good streets it is natural 
that in repairing Pennsylvania Avenue and Maryland 
Street the Carey System of Track Insulation was used. 


Quiet street car traffic, longer life for tracks and pavements, 
and a big saving in street and track repairs, are the desirable 
results. 


Send for complete data on the Carey System 
of Track Insulation. 


THE PHILIP CAREY COMPANY 
53 Wayne Avenue, Lockland, Cincinnati, Chio 
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Flastite Rail Filler 


At left—Pennsylvania Avenue, Indian- 
apolis, Ind. Installing Carey Rail Filler. 


Below—Carey System of Track Insula- 
tion installed in Maryland Street tracks, 
Indianapolis, Ind. 


Elastite Rail Filler 
Is Easy To Install 


a tap of a mallet holds it 
in the web of the rail 


Carey Elastite Rail Filler is a composi- 
tion of specially-tempered asphalt and 
fibre which is used as a resilient cushion 
between the rail and the pavement 
ibsorbing traffic-impact, rail vibration 
and traffic-noise. It is preformed to fit 
any rail-section and is readily shaped 
on the job to fit any track-curve. 1s 
unaffected by moisture or tempers ure’ 
changes and is enduring und? ality 
service conditions. i DY 


Bituminous Filler 


Cushion. 
fata. 
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The Service Record 


St. Clair Tunnel Single-Phase Electric Locomotives 


St. Clair Tunnel Electrification ce Trunk Railway) C Canadian National 1 Railways 


Placed inservice . . 2 ae 1908 
Number of motive-power LINES Sige 6 
Ton miles, 1909-1923 inclusive 1,026,190,000 
Miles per year per locomotive | . 
(Two motive-power units) . . 34,457 
Maintenance per locomotive 
mile (15 year average) : 
Delay in traffic, during 15 years, | 
chargeable to Electric Operation 1 Hour 
This service record is an example of the perigrmnnee ob- 
tained from Seu sete, Alternating - Current Equipment 
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Every Company Should Enter 
the Coffin Prize Contest 


OR the third time the invitation has been issued to 

the electric railways of the United States to compete 
for the Coffin Prize. This contest, which is one of 
several instituted by the Charles A. Coffin Foundation, 
has as its chief object the stimulation of progress by 
electric railways. In the past two years successful 
competitions have been held in which not only the prize 
winners but the other contestants have shown the great 
amount of improvement, material and financial, that 
could be made in electric railway operation, often under 
what appeared to be adverse conditions. 

The best practices of and results obtained by the com- 
panies that competed in the two previous contests have 
been published in considerable detail in the ELECTRIC 
RAILWAY JOURNAL. The American Electric Railway 


Association itself collected similar material from the 


1923 competition in an attractive book which has had 
wide circulation among electric railways. It is now 
preparing a similar book based on the 1924 contest. 

With such examples before them it would seem that 
it is not only the privilege but the duty of every elec- 
tric railway management to take all steps possible to 
secure similar improvements. And having embarked 
on a modernization program, it is a further duty to pub- 
lish to the industry the results that have been obtained 
and the methods through which they have been achieved. 
There is no better way of accomplishing this than by 
entering the Coffin Prize contest. 

Some managements have refrained from entering 
these contests because of a feeling that there was no 
one in the organization with time and ability to prepare 
a brief. 

In order to make a creditable showing it is neither 
necessary that a railway go to great expense to collect 
data nor engage the services of a professional writer to 
present them. Any railway man with fairly broad ex- 
perience ought to be able to give in simple language a 
good description of the noteworthy things his company 
is doing. 

Let every railway, large or small, get together its 
list of achievements and submit them in this year’s 
competition. 


A Practical Scheme for 
Starting Educational Work 


NE of the convincing signs that electric railways 

have come back is their increasing interest in 
vocational training of employees. Only industries which 
are firmly established and are looking forward to larger 
opportunities and responsibilities are interested in edu- 
cation. Any railway manager will assent to the value 
of mental training. As a family head he wants it for 
his children; as a utility head, for his staff. But, 


generally speaking, managers are not educators; they 
do not know how to start instructional work. They 
ought to be helped in this direction by the experience 
of the Boston Elevated Railway this season, as described 
in an article in this issue. On that property, under the 
personal direction of General Manager Edward Dana, 
five series of “departmental group conferences” are 
being held with remarkable results as to attendance and 
spirit. 

The plan is not radically new. That is one of its 
best features, as it utilizes methods that have proved 
out in practice. It is merely a systematizing and ampli- 
fying of conferences such as all progressive railways 
hold from time to time. The ELECTRIC RAILWAY JOUR- 
NAL believes that other railways would profit by follow- 
ing this plan as a foundation for later, more intensive, 
educational work. 


New York Transit Situation 
Has Been Clarified 


UDGE McAVOY’S report on the New York transit 

situation clears away the fog of misunderstanding 
that has existed for years. It puts the blame for the 
existing rapid transit status where it belongs, and it 
pillories the Mayor as a subject for the scorn and the 
contempt of his fellow citizens. Had the McAvoy 
report been made as the result of hearings by a legis- 
lative committee, it would not have possessed anywhere 
near the influence which it now has. The present 
Legislature of New York is Republican, and a report 
by a bipartisan investigating committee would have 
been open to the charge of bias. But the McAvoy 
report is by a Democratic Judge to a Democratic Gov- 
ernor about a Democratic Mayor, and it is a Democratic 
administration which is so strongly criticised in the 
statement just made public. 

Baiting of street railways has been a popular polit- 
ical pastime ever since there have been such railways. 
The baiting has differed in degree but not in kind. In 
this respect the situation in New York under the Hylan 
régime is not unique. It is unique, however, in 
the ferocity of the attacks upon the companies and 
in the consequences that have followed to the general 
public in the impairment of the services rendered to 
them. Many other instances will occur to railway men 
of demagogues who have bid for popular support by 
attacks on local transit systems. In some of these 
instances, political preferment has been gained—for a 
time. The ultimate result, however, has always been 
the same—final acceptance by the public at large that 
oppression of its transportation utility is a public in- 
jury. When that fact comes to be realized, the rejection 
of the politician who advocates persecution follows 
quickly. This is the result that may reasonably be ex- 
pected to follow in the wake of the so-called McAvoy 
report in regard to the responsibility for the failure to 
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supply transit relief. In fact, this is the result that will 
follow in New York City unless that city is politically 
degenerate beyond belief. 


McAvoy Report 
Is Essentially Constructive 


O MUCH for the political aspects of the matter. 

There is, however, an entirely different side to the 
report. This is the constructive side. The judge’s 
duty was, of course, to fix the responsibility. This he 
certainly has done, but in so doing he has found it 
expedient to make suggestions for the future. They 
are necessarily a by-product, but they are significant. 
Many of these suggestions have for their purpose the 
correction of things obvious even to the casual observer. 
Now the weight of unbiased authority has been added 
to them. The constructive recommendations include 
suggestions that the 14th Street and the Ashland Place 
link should be completed by the city with all possible 
speed; that subway platforms be lengthened to accom- 
modate 10-car trains on the Interborough and eight-car 
trains on the Brooklyn-Manhattan system; that the 
Nassau Street loop be built at once; that more trains 
be run in the non-rush hours, and that more guards be 
employed in train operation. These are only some of the 
things. For many of them the railways have been 
persistent advocates. Very few of them are within the 
powers of the companies to correct themselves without 
the co-operation of the city. As for the suggestion of 
additional guards, there is no benefit to any one in hay- 
ing a train overmanned. Reduced service in non-rush 
hours was imposed largely by the lack of shop facilities. 

But all the shortcomings for which the companies 
can reasonably be held to be accountable are insig- 
nificant compared with the indictment of the Mayor and 
the Board of Estimate for their repeated and persistent 
refusals to validate new routes and to approve con- 
struction contracts and by so doing frustrate provisions 
for increasing transit facilities. On the very few 
counts made against them the railways have now 
obtained a clear-cut statement of how the matter 
appears to the unbiased outsider. They will miss a 
great opportunity if they do not set to work at once 
to correct these minor omissions and then do not cap- 
italize the improvement by going before the public 
and making it plain to it wherein they have sought 
to do their part. It is a fact that the Transit Commis- 
sion and the companies themselves were not held to be 
entirely blameless, but as the New York Times has so 
aptly pointed out, all the things for which they are 
held to be remiss are only trifles compared with the way 
in which Mayor Hylan has thrown himself athwart 
rapid transit progress. As for the Mayor’s pet schemes 
of bus operation and the construction of the freight 
tunnel to Staten Island, they are both severely con- 
demned by Judge McAvoy as now sought to be car- 
ried out. 

Possibilities of broad relief for the future remain 
to be determined. An extension of the city’s bor- 
rowing powers for the construction of additional sub- 
ways, even if such a measure had smooth sailing, would 
take several years, and if the city had this additional 
borrowing power it might easily devote the money to 
the recapture of the existing lines. In that case the 
public, with municipal operation, would undoubtedly be 


far worse off as regards transit than at present. The 
precedent in other cities indicates that the logical step 
is some form of fare increase to attract capital, but no 
one in public office yet has dared to indorse such a 
plan. Until some one in authority has the courage to 
advocate that the lines be placed on a self-supporting 
basis, the outlook for any great expansion of New York’s 
rapid transit systems is poor. 


Specifying $10,000,000 Purchases 
of Special Trackwork 


HE use of standard specifications for the purchase 

of materials has taken great strides in the last 
decade. The work of such bodies as the American 
Society for Testing Materials, the American Railway 
Engineering Association and the American Electric 
Railway Engineering Association in the preparation of 
specifications for various materials has had a marked 
influence in propagating the use of standard specifi- 
cations. 

Such specifications, if adequate, are of benefit both to 
seller and purchaser. There is little need to emphasize 
this. But there may well be a need for pointing out to 
the industry that it will be amply repaid if it will see 
to it that those charged with the purchase of special 
trackwork shall apply the several specifications of the 
Engineering Association covering their requirements. 

To a certain extent, it appears, the method of specifi- 
cation at present consists in telling some manufac- 
turer that a crossover, for instance, is wanted, made of 
girder rail and of hard center construction and that it 
is needed “yesterday.” The manufacturer is left to his 
own devices as to many important details. It is a trib- 
ute to him to say that he usually furnishes satisfactory 
material, largely on his honor. 

Without adequate, verified data but with some study 
given the subject, it is judged that the industry nor- 
mally purchases special trackwork renewals to the value 
of more than $10,000,000 yearly. If this purchase were 
all made by one company the standard specifications cer- 
tainly would be applied and the material would also be 
most carefully inspected at the mill. 

It was to cover the diversified purchases by many 
companies that the Engineering Association adopted its 
special trackwork specifications. When the aggregate 
of individual purchases is contemplated, there can be 
no doubt as to the wisdom of making purchases under 
them. 

The matter of inspection, however, is rather diffi- 
cult since competent service by inspecting firms is be- 
lieved to be somewhat rare. This may be due, in large 
measure, to the quite general failure of the industry to 
require shop inspection of special work before shipment. 
A reasonable demand for such service would soon de- 
velop a reliable supply, and some recent observations 
indicate the growth of a teal need for adequate shop 
inspection. The word adequate is used advisedly. No 
shop will object to competent inspection, but the incom- 
petent work of an inspector is justly disliked by the 
producer and, in the end, is apt to react against the 
purchaser. No inspection can be adequate without 
proper specifications. The latter are available and the 
industry should see that they are used. The former is 
available to some extent, and fair, adequate inspection 
services can be developed, once the need is apparent. 
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Transporting Workers in Washington 


Sharp Traffic Peaks Caused by the Simultaneous Opening and Closing of Many 
Government Offices Are a Serious Problem—Long-Haul Business Has 
Been Increasing with the Expansion of the City—Buses 
Are Used Extensively in Outlying Districts 


By John A. Miller, Jr. 


Associate Editor ELEctTRIc RAILWAY JOURNAL 


When the Employees Are Leaving the Government Offices at 4:30 P.M. a 20-Second Headway Is Required 
on Pennsylvania Avenue to Handle the Traffic 


ington is carried on under conditions that differ 

in many respects from those encountered else- 
where in the United States. Washington, which now 
is co-extensive with the District of Columbia, is not an 
industrial city, nor is it to any considerable extent a 
commercial city. Its chief activities are all connected 
with the federal government. It is said that approx- 
imately 90 per cent of the people using the street rail- 
ways in the District are government employees. As 
nearly all of the governmental offices open simultane- 
ously at 9 o’clock and close at 4:30, two extremely sharp 
traffic peaks are produced. The sharpness of the peaks 
is accentuated by the lack of early morning and late 
afternoon industrial workers. 

Washington, being the capital city and attracting many 
visitors, is one of the show places of the entire country. 
Constant effort is being made to beautify it, and the 
railways spare no expense to conform to all plans for 
civic improvement. To eliminate poles and wires from 
the streets the underground conduit system is in use 
in the central portion of the city in preference to the 
overhead trolley. This, of course, makes construction 
and maintenance more expensive for the railways. 

On the other hand, according to President Coolidge’s 
recent statement at the budget meeting the average 
salary of government employees is something less than 
$1,800 a year. Although this may necessitate many of 


| “ington is railway operation in the city of Wash- 


these people riding in street cars instead of in their 
own automobiles, it also causes them to favor the lowest 
possible street car fare. The problem of the companies, 
therefore, is to keep the quality of service as high as 
is demanded by the special situation in Washington, 
while keeping the rate of fare down to a minimum. 

A third unusual phase of the railway situation in 
Washington is the existence of two large independent 
companies. The Washington Railway & Electric Com- 
pany, with about 500 passenger cars and approximately 
173 miles of track, is somewhat larger than the Capital 
Traction Company, which operates 350 cars on about 
64 miles of track. The annual gross revenue of the lat- 
ter is slightly under $5,000,000, while that of the for- 
mer is about 30 per cent larger. Both companies are 
engaged in bus operation, but the activities of the Wash- 
ington Railway & Electric Company are at present 
somewhat the more extensive. Three other electric 
railways connect Washington with surrounding towns, 
but they fill no important réle in local transportation. 


CAPITAL TRACTION COMPANY HANDLES MUCH 
SHORT-HAUL TRAFFIC 


Speaking generally, the Capital Traction Company has 
been carrying more short-haul traffic and has been 
faced by a more serious problem of rush-hour conges- 
tion than has the Washington Railway & Electric Com- 
pany. The principal lines of the former are on 14th 
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Street and Pennsylvania Avenue. The routes are shown 
in detail on the accompanying map. 

Probably the point of most serious traffic congestion 
in the city is the intersection of Pennsylvania and New 
York Avenues at 15th Street. Through this bottle neck 
the Capital Traction Company operates the greater 
part of its service. At this point the 14th Street and 
the Pennsylvania Avenue routes of the Capital Traction 


sengers in the non-rush hours, and during the rush 
hour 100 passengers per 100 seats plus 1 passenger for_ 
every 7 sq.ft. of standing area in the car. From the 
point of view of passenger comfort, this ruling is lib- 
eral. It is claimed, however, that to insure seats for 
all, when the passengers present themselves at irreg- 
ular times, more seats must be provided than for the 
actual number of people carried in the cars. It may 

be noted that the average carrying value in 


TRAFFIC READINGS—MORNING RUSH, SOUTHBOUND 
Location: 14th and K Sts., N. W. 


every 15-minute period of the check tabu- 
lated here was greater than the average 


————Passengers Carrying Value - Cars number of passengers on the cars during 
a > Ks > j Cia this period. 
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hoes Sans ace nh ee 11,851 ris i963 the rush hour. In fact, it is said that on 


account of the continuous stream of cars 


Company join. Pennsylvania Avenue is no longer the 
principal traffic artery on the system. Fourteenth 
Street has for several years exceeded it in volume of 
business and in cars operated. A good idea of the seri- 
ous congestion may be obtained from the accompanying 
table which shows the traffic carried on southbound cars 
passing 14th and K Streets during the morning rush. 
An interesting point in this connection is that the 
morning peak on the lines of the Capital Traction Com- 
pany is more severe than that in the afternoon. This 
is accounted for in large measure by the fact that the 
government employees must get to work promptly and 
they all move simultaneously toward the central part 
of the city where most of the offices are located. They 
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Total Passengers Carried on All Lines of the Capital Traction 
Company During a Typical Fair Day 


are in less haste to return home and are likely to do 
some shopping on the way. 

Traffic checks are taken several times a year by the 
time-table department of the railway and the Public 
Utilities Commission in order properly to adjust serv- 
ice to actual conditions. In parallel columns in the 
table are shown by 15-minute periods the passengers 
carried on three successive days and.the carrying value 
of the cars passing the point where the check was taken. 
This carrying value is established by the Public Util- 
ities Commission on the basis of 125 seats per 100 pas- 


going north and south there is hardly suffi- 
cient time for the movement of east and west traffic. 
The headways on Pennsylvania Avenue are nearly 
as short as those on 14th Street. An accompanying 
illustration shows the afternoon rush-hour condition 
on the avenue at the time when the government 
workers are leaving their offices on their way home. 
Traffic congestion on Pennsylvania Avenue itself is not 
particularly bad, as the street is straight and wide be- 
tween the Capitol and the Treasury. But where the 
stream of cars meets those from west of the White 
House and those from 14th Street the congestion is 
extreme. In fact, it is only because of a special han- 
dling of vehicle traffic at 15th Street and New York 
Avenue that the street cars can be moved without inter- 
ruption. The wye intersection of the tracks has been 
roped off-so that vehicles cannot enter upon or cross 
them at this point. Vehicles can proceed east or west, 
but through traffic on 15th Street is prohibited. Even 
with this assistance careful supervision is required to 
get the cars through the intersection without delay. 
Considerable improvement was effected some little time 
ago by the relocation of stops and the installation of 
loading platforms as recommended by John A. Beeler, 
consulting engineer. 

In order to accommodate the people with through 
service of the kind they have been taught to expect, a 
very complicated system of interlocking schedules is in 
effect on the lines of the Capital Traction Company. 
For example, the time-table specifies that alternate cars 
going in the direction of Georgetown shall cross the 
new bridge over the Potomac River to Rosslyn while 
the rest go to 386th and M Streets, the old terminal. 
Similarly on 14th Street the schedule distributes out- 
bound cars among five different terminals. A sample 
headway sheet for use by a street inspector and repro- 
duced here shows the same thing. 


UNIFORM EQUIPMENT FACILITATES ROUTING 


The Capital Traction Company is fortunate in having 
rolling stock that is almost uniform. A standard 
double-truck, double-end, two-man car was adopted some 
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—_°—_ Car Lines of 
Capital Traction Co. 
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Car and Bus Lines of the Capital Traction Company and the Washington Railway & Electric Company Do Not Duplicate Each Other’s 


Service to Any Considerable Extent. 


time ago. Except for minor changes this design has 
been followed in recent purchases. That the cars are 
so nearly alike is a great help to the time-table depart- 
ment, which is thereby enabled to combine trips from 
one section of the city with trips to any other section 
on the same run, and without the necessity of giving 
special consideration to the type of car. In this con- 
nection the roller signs have been arranged to display 
all destinations on the system. 

Every effort is made to have the cars attractive in 
appearance both inside and out. Even in the latest 
design of car the monitor roof has been retained because 
the management feels that there is a certain psycho- 
logical advantage in making it possible for the pas- 
senger actually to see the open ventilators. It is 
_ thought that this is largely lost with the arch roof and 
inconspicuous ventilators. All cars have electric heat. 
Thermostatic control has recently been installed. An- 
other improvement has been the removal of fenders. 
At one time a city ordinance required both fenders and 
life guards, but now the fenders have been done away 
with and only the life guards are used. 

For nearly 30 years the Capital Traction cars have 
been painted the same color. Variations have occurred 
in striping and painting of the window posts, etc., 
but the bright green body color has remained un- 
changed. An interesting feature of the policy of this 
company is that there is no definite date when a car 
is sent to the shop and entirely repainted. On the 
contrary, small defects are repaired as soon as they 
are noticed and painting is done whenever and wherever 
it is needed. Every car is, however, entirely revar- 
nished once a year. A recent change in the headlining 
color from the former greenish tone to an ivory white 
has improved the interior appearance. The wood trim 
is rubbed down and left with a dull finish. This rub- 
bing down is thought to be important because it re- 


Two Bus Lines Are Jointly Operated 


moves the effect of extreme newness. A passenger does 
not feel when he gets into a car that has been recently 
revarnished inside that it is fresh from the paint shop; 
it simply looks neat and clean and like the other cars 
of the company. 

To reduce the noise of operation the Capital Traction 
Company is using helical gears with Westinghouse 
514-C ventilated motors and American Electric Railway 
Engineering Association standard axle and journal box 
assembly. These gears have been in use since 1919 
and it is believed by the company’s engineers that they 
are as quiet today as when they were new. Old spur 
gears are being replaced by helical gears as rapidly as 
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Traffic Curve at 14th and K Streets 
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they wear out. The management of this company be- 
lieves that the helical gears show less wear under the 
difficult service conditions in Washington than do the 
spur gears. 

Another step which the company has taken in the 
direction of noise elimination is the use of seam and 
thermit welded rail joints. The underground conduit 
construction which is used in Washington has a ten- 
dency to exaggerate the noise of car operation, and 
great care must therefore be taken to eliminate as 
much rattle and bang as possible. In 1909 this com- 
pany adopted a standard type of track construction 
using A.E.R.E.A. 7-in., 122-lb. grooved girder rail, and 
has adhered to it ever since. 


WASHINGTON RAILWAY & ELECTRIC COMPANY 
OPERATES MANY LONG LINES 


The traffic situation facing the Washington Railway 
& Electric Company differs in many respects from that 
of the Capital Traction Company. The first-mentioned 
railway has many long lines where, in the past, the 
riding has been comparatively light, and which have 
been operated at a loss. 

The remarkable growth of the city during and since 
the war has resulted in a shifting of the center of 
population and business to the west and north. New 
centers have sprung up in the outlying portions of the 
District and in Maryland, where the Washington Rail- 
way & Electric has been running cars for years through 
sparsely settled territory. Business has shifted to 
some extent from the 
lower streets of the 
city and has invaded 
sections that were 
previously strictly 
residential. This has 
brought increased 
traffic to the com- 
pany, but despite 
such expansion the 
traffic density is con- 
siderably less than 
that on the lines of 
the Capital Traction 
Company. 

Routes of the 
Washington Railway 
& Electric Company 
run out through 
Georgetown and 
along the Potomac 
River to Cabin John 
Bridge, far out Mas- Street Inspectors’ Headway Sheet 
sachusetts and Wis- U Sta = Union Station 
consin Avenues to PP = Potomac Park 


Southbounol on 14th Street in 
A.M, Rush — ea 19-25 


fi) [er lath & 14th & fr a | 
Dec. Park 


P Mt = Peace Monument 
Rockville, north to *%&F= (eae ¥ Streets 
Forest Glen, and yas = eye iy noth and G Streets 
also northeast to C&L = Capitol and Library 
Laurel’ and’) Base sbCue a Ulsere’ 


Riverdale, Maryland. 

Because traffic is light on a number of the company’s 
lines one-man cars are used to good advantage. Ex- 
periments have been made with automatic rear-exit 
doors on two of such cars, as told in this paper for 
Aug. 30, 1924. To differentiate them from the other 
one-man cars, the dashers of the automatic-door cars 
have been painted yellow. Some objection has been 
made to the operation of street cars in Washington by 
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only one man and the whole subject is under general 
discussion, 

Not all of the lines, however, are light-traffic sub- 
urban routes. The Mount Pleasant line operates out 
Connecticut Avenue to Columbia Heights through one 
of the most rapidly growing portions of the city and 
has extremely heavy riding. Moreover, the character 
of the population in this section is such that scrupulous 
attention must be paid at all times to the quality of 
service. When snowstorms occur, as happens occasion- 
ally in Washington, this is one of the first lines on 
which the railway operates its plows and sweepers. 
In spite of the unusually difficult weather conditions 
the present winter, with snowstorms that were said 
to be of greater severity than occurred for many years, 
all the city lines were kept open. Riding on the Ninth 
Street line is also very heavy now due to the increase 
in population in the Georgia Avenue neighborhood. 

In May, 1922, the Washington Railway & Electric 
Company first undertook bus operation on a line be- 
tween Mount Pleasant and Petworth connecting three 
of its car lines, Mount Pleasant, 11th Street and 
Georgia Avenue. Since that time the company has 
added bus service to Rock Creek Park, to Potomac 
Park, in the eastern portion of the city to serve the 
new Eastern High School and at the terminus of its 
Congress Heights line in Maryland. Rail service on 
Bladensburg Road to Riverdale has been replaced 
by bus service with the consent of the people there 
and with the approval of the Public Service Commission 
of Maryland. The Washington Railway & Electric 
Company is at present operating 23 buses. Permission 
has been asked to operate on a new crosstown line. If 
the permit is granted the company plans to purchase 
five new six-wheel buses to operate on this route. 


BotH COMPANIES ARE USING BUSES 


Two bus lines are operated jointly by the Washington 
Railway & Electric Company and the Capital Traction 
Company. These are the Woodley Road and Southwest 
routes. No boulevard bus service is now being operated 
by either railway. A service having some such char- 
acteristics, however, is operated on 16th Street by an 
independent concern, the Washington Rapid Transit 
Company. The Capital Traction Company has a num- 
ber of feeder lines of its own in addition to the joint 
routes. The locations of the various bus lines are 
shown on the acompanying map. 

Efforts are being made in certain quarters to have 
all future bus operation under separate control rather 
than in the hands of the railways. This issue is acute 
at the moment in connection with a proposed crosstown 
bus line. Both the Rapid Transit company and the 
Washington Railway & Electric Company desire to 
operate this route. It is thought by experienced trans- 
portation men that separate control of bus and railway 
service in Washington would be particularly undesirable 
because of the sharpness of the traffic peaks already 
described. The number of passengers to be carried 
during the rush hour is so much greater than during 
the rest of the day that none but a large and well- 
organized transportation agency could possibly provide 
adequate facilities. Buses under the control of the 
railways and operated in conjunction with their cars 
are much more likely to fit in with the general trans- 
portation system than are privately owned buses. The 
agitation in favor of separate ownership, therefore, 
appears to be a move in the wrong direction. 
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Efforts have been made from time to time, not only 
by local people but by Congress, to compel the amalga- 
mation of the Capital Traction Company and the Wash- 
ington Railway & Electric Company into a single organ- 
ization. Just at present such a combination is definitely 
forbidden by law, but a bill is under consideration in 
Congress to permit a voluntary merger. It is proposed, 
moreover, by some of those who favor amalgamation, 
that the companies should be forced to combine if they 
fail to take advantage of the permission contained in 
the proposed bill. 

Just how much good would result from a combination 
is problematical. It has been said that transfer facil- 
ities would be improved and operating economies made 
possible. There is undoubtedly some merit in the first 
of these contentions. As to the second, it would be 
possible to make operating economies now if the rail- 
ways were permitted to reroute their cars and dis- 
continue some of the more complicated through trips 
which they now make. The public, however, is opposed 
to any such plan now and probably would be opposed to 
a similar plan resulting from the combination of the 
companies. 

At present there is little duplication of service by the 
two companies. In fact, the 16th Street bus line of the 
Washington Rapid Transit Company is a more out- 
standing example of duplication of service than can 
be found on the railways in Washington. It is curious 
that the people who appear strongly to favor combina- 
tion of the railways favor also the separation of control 
of the railway and bus systems. 


Headway Recorders Show 
Crossing Delays 


The Time of Each Car Is Indicated at Points on Both 
Sides of the Railroad Right-of-Way, and Any 
Delays Due to Blockades Are Thus Indicated 


N INTERESTING use of Nachod headway recorders 
A is that on the Chicago Surface Lines for checking de- 
lays to street car service caused by blockades at steam 
railroad crossings. A time limit for railroad switching 
operations at crossings has been established by city 
ordinances. The recorders are used to make a perma- 
nent record of the time taken by each car in getting 
across the railroad right-of-way, and the exact time 
and duration of delays are thus brought to light. 

The form of record obtained is shown in the accom- 
panying illustration. This chart is divided into two 
parts, on one of which is indicated the time on one 
side of the crossing, while the second gives the time on 
the other side. The instrument is mounted on one 
track only of a double-track line, it being assumed that 
any serious delay will show up in the record obtained 
for the one track. 

Heavy black lines have been drawn horizontally, and 
the time intervals in minutes, where delays occurred, 
are shown by brackets, marked A, B, C, etc. The delay 
marked # will serve as an illustration of the use of 
the chart. In this case a car arrived at the east side 
of the crossing at the time indicated by the small circle 
on the extreme left end of the heavy horizontal line. 
The vertical column indicates that this was during the 
hour of 11 and the horizontal lines show the time to 
be slightly less than 11:424. The first circle in the 
corresponding vertical column on the right side of the 
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chart, after 11:424, gives the time this car arrived on 
the opposite side of the crossing. As shown on the chart at 
the bottom of the bracket H, this was at about 11:494, 
indicating a delay at the crossing of approximately 6% 
minutes. The other brackets on the chart indicate 
delays of various durations to other cars at this 
crossing. 

When these charts are checked in the office, a tem- 
plate is used to simplify reading, and the long delays 
are picked off quickly by a clerk. These delays are 
then made up in the form of a report and are brought 
to the attention of the offending railroad companies. 
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Repeated Impact Tests Are Progressing 


OR some time past, a repeated impact testing ma- 

chine has been at work under the auspices of the 
committee on welded rail joints of the American 
Electric Railway Engineering Association and the 
American Welding Society, making tests of various 
types of rail joints at the Bureau of Standards, on Con- 
necticut Avenue, Washington, D. C. Bending drop and 
tensile tests of joints specially prepared by various way 
engineers throughout the country have already been 
made, as told in previous articles in this paper. Similar 
joints are now being tested in the repeated impact 
machine. 

This apparatus consists essentially of a 400-lb. weight 
which drops a distance of 6 in. onto the rail joint. 
In conducting the test it has been the practice to have 


In Making Repeated Impact Tests This 400-Lb. Weight Is Dropped 
70 Times per Minute on the Rail Joint 6 In. Below 


the weight strike about 2 in. away from the rail joint, 
simulating the condition that exists with a low joint in 
track. This weight is raised and dropped 65 to 75 times a 
minute. The joint itself rests on two supports about 22 
in. apart, which are bolted down to a heavy cast-iron 
platform or anvil supported by springs. Special devices 
dampen the vibrations of the springs so that the anvil 
comes to rest between blows. The anvil weighs about 
16,000 lb. and this mass is so great that the exact 
arrangement of springs underneath is immaterial, be- 
cause the force of the blow is almost entirely dissipated 
before it reaches the spring. 

No definite relationship has been established between 
the number of blows of the machine required to cause 
failure of a joint and the number of car passes which 
the same joint would stand. Inasmuch as many joints 
have failed in these experiments at between 150,000 and 
200,000 blows, it is evident that the blow of the machine 
is more severe than that which would ordinarily be 


encountered in actual service except with seriously 
defective joints such as are simulated by the machine. 
When designing the machine to determine how great 
the blow is with a low joint, lead inserts were installed 
in track actually in service and the compression caused 
by the passage of a car was measured. Experiments 
showed that a force of approximately 200 ft.-lb. was 
necessary to cause this amount of compression, and this 
force was therefore used in the testing machine. 

Definite conclusions from the repeated impact experi- 
ments are not yet possible because the joints so far 
tested have been of two types only. Experiments are 
being carried out under the direction of Prof. H. L. 
Whittemore of the Bureau of Standards. Approxi- 
mately one-fifth of the total number of joints have 
already been tested. It is hoped that by the end of the 
summer the tests will have been completed and the 
results will be available for publication to the electric 
railway industry. 


Honor Roll Reduces Accidents 
in Dayton 


HE City Railway of Dayton, Ohio, has established 

an honor roll among platform employees for free- 
dom from accidents. In order to offer some form of 
reward for honor roll membership, each man whose 
name is put on the coveted list is given one day off 
a month with pay. 

As now practiced, the rules call for freedom from 
accidents due in any form to the operator’s negligence, 
where the company would be liable for injury or dam- 
age to property. When an operator has a clear record 
for a period of 3 months his name goes on the honor 
roll and he is entitled to one day off with pay, provided 
that he has worked at least 20 days during the month. 
After a man’s name is once put on the list it stays 
there as long as he continues to be free of chargeable 
accidents. The names of approximately 80 per cent to 
90 per cent of all platform employees are on the list 
each month. 

At the end of December, 1924, 44 platform employees 
out of a total of approximately 110 were found to be 
free of chargeable accidents for the entire year. These 
men were surprised with a cash bonus of $25 at 


COMPARATIVE ACCIDENT FIGURES FOR DECEMBER, 1924, 
CITY RAILWAY OF DAYTON, OHIO 


Number of Accidents Figures per Chargeable Accident 


Division Chargeable Other Passengers ar-Miles 
«S slate aie imate paeae 1 23 569,221 67,408. 4 
SAS 4 18 152,639 16,729.4 

PARR AES alien rete 0 24 407,566* 46,425.9* 
AS ee eee 1 21 368,956 50,689.1 


* Total figures. Ratio infinite. 


Christmas time as a reward for the unusual care 
exercised in their work. 

Another feature of the accident prevention work of 
the company is an honorary banner which is hung in 
the division having the best record at the end of each 


- month from the standpoint of accident prevention. This 


banner is highly prized and results in each man being 
held personally responsible by his co-workers for acci- 
dents that affect the standing of the various divisions. 

The accompanying table gives a comparison of acci- 
dents for each of the four divisions during the month 
of December, 1924. 
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Mayor Hylan Held Responsible for 


New York’s 


Subway Ills 


Governor Smith’s Special Commission Criticises Board of Estimate, but Exonerates 
Members of New York Transit Commission—Urges Completion of Existing Lines with 
Shop and Yard Facilities—Demand for Larger Borrowing Capacity for City Approved 


sion are not chargeable with the failure to build 

the much needed new subway lines or extend the 
existing subways. The repeated and persistent refusals 
of the Mayor and other members of the Board of Esti- 
mate of New York City to adopt proposals for the 
validation of new routes and to approve contracts for 
construction of routes already validated or provided 
for in. the dual contracts of 1913 completely frustrated 
provision for increased transit facilities. The charges 
made by the Mayor and the Board of Estimate against 
the commission are without foundation and no cause 
exists for the removal of the commissioners from office. 
These are the principal findings made public on 
Feb. 9 by Justice John V. McAvoy, appointed by Gov- 
ernor Smith to inquire into the transit situation in New 
York City. Each of the eleven counts is dismissed with 
a statement that sufficient evidence was not presented 
at the public hearings before the justice to sustain the 


Te members of the New York Transit Commis- 


any of the other possible objections that might be raised. 

As the justice sees it the pressing necessity of the 
transit situation “called for co-operation between the 
Transit Commission and the Board of Estimate, and the 
rejection of contracts without any assigned good reason 
or because of hostility to the Transit Commission, 
which under the law was the only body which could 
propose them, is indefensible. Obviously, it would only 
prevent the building of new subways which were needed 
so acutely.” 

Subway routes which must be rushed to completion 
and which should have been finished long ago, had there 
been co-operation instead of antagonism on the part 
of the Board of Estimate, include the 14th Street line, 
the Nassau-Broad Street line, extension of the Queens- 
boro Jine, the Washington Heights line, and making the 
West Side subway north of 96th Street into a four- 
track route. More cars can be run in non-rush hours, 
Justice McAvoy states. 


charges. 
qualification or equivocation. 


volved in the controversy. He did 
say, however, that a statute could be 
agreed to between the Governor and 
the Legislature, which would provide 
that the rate of fare should be 7 
cents on the rapid transit lines and 
that the first cent above 5 cents 
should be paid into the city treasury 
monthly and the remaining cent be 
impounded so that the operating com- 
panies would be prevented from re- 
ceiving any greater return than a 
fixed amount. 

The one point on which Justice 
McAvoy fails to sustain the views of 
the Transit Commissioners is in his 
recommendation for legislation to 
take away their power to modify con- 
tracts with the railroad companies 
without the consent of the city. The 
commission has announced that it 
would not seek to exercise this power 
except in connection with its pro- 
posed readjustment plan for the uni- 
fication of the transit companies into 
asingle system. Justice McAvoy in- 
dicates that he considers this plan 
impracticable at present and declares 
that the absence of a provision to 
give the city final authority as to the 
lines to be included in such a system 
constitutes an “insuperable barrier” 
to its adoption without considering 


The justice reached his conclusions without 
His report is a concise 
statement of fact without flourish or adornment. 
justice has dismissed the question of fare as not in- 


The 


From the 


New York World 


HE findings are a detailed and 

unqualified condemnation of 

the Mayor’s whole transit rec- 
ord. Unless Governor Smith re- 
jects them the Democracy of New 
York cannot consider any longer the 
renomination of John F. Hylan. 

To renominate Mayor Hylan 
would be to indorse him. To in- 
dorse him would be to make the 
whole Democratic party responsible 
for the indefensible record of the 
Hylan-Hearst faction. There is no 
escape from this conclusion. It is 
the very heart of the McAvoy re- 
port. With this report in existence, 
the Democratic party of New York 
must either dissociate itself entirely 
from the Hylan record or surrender 
body and soul to Hylan and Hearst 
and go down with them. There can 
be no compromise on a record that 
is indefensible. 

The independent citizens of New 
York realize that a Democratic 
Governor would never have risked 
the dangers to his party contained in 
this inquiry if the evidence were not 
overwhelming and beyond dispute. 
This is no Republican report about 
a Democrat. This is no ‘“‘reformer’s” 
report about a “politician.’’ This is 
the report of a Tammany judge toa 
Tammany Governor about a Mayor 
of their own party. 


———————— 0 Ee 


The justice reaches no conclusion as to whether or 
not the city’s proposed independent subway system can 
be made self-supporting at present construction costs 
on a 5-cent fare. 


Saying that the 5-cent fare in the 
existing subways is unalterably fixed 
by contracts, and that the fare in the 
proposed municipal subway is fixed 
by statute at the same rate for the 
first 3 years, Justice McAvoy holds 
that the 5-cent fare issue does not 
now arise and that no anticipatory 
conclusion should be reached in ad- 
vance of an estimate of the probable 
results of the operation of the pro- 
posed new lines by the Board of 
Transportation. 

Justice McAvoy declares that the 
present municipally supervised sys- 
tem of bus operation is illegal and 
asserts that the city should compel 
the present individual bus operators 
to apply for franchises and certifi- 
cates, with payment of a percentage 
of their receipts to the city, until the 
power of the municipality to operate 
buses is established by decision of the 
courts or by new legislation. 

He also condemns the proposed 
Staten Island combined freight and 
passenger tunnel favored by the Hy- 
lan administration, and declares that 
the plans should be changed at once 
to a rapid transit tunnel, which can 
be built at much less cost, and that the 
present mandatory act for the con- 
struction of a combined freight and 
passenger tunnel should be amended. 
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One point upon which Justice McAvoy sustains a 
contention of the city administration is his declaration 
for a constitutional amendment to exempt sufficient 
sums from the city’s debt limit to provide funds for 
This, however, is the sug- 
gestion made by Comptroller Craig and not that of 


new subway construction. 


Mayor Hylan. 


Charge 1 


The first charge is substantially to 
the effect that the commissioners failed 
and neglected to perform their duty 
with respect to securing safe and ade- 
quate rapid transit services; in par- 
ticular it is claimed that an accident 
happened on the elevated railroad in 
Brooklyn whereby two wooden cars fell 
to the street; that portions of the struc- 
ture, in particular the guard rails and 
wooden ties, were defective and bolts 
were loose; that a device termed “dead 
man’s button” was not installed upon 
the trains of that company; that under 
contract No. 4, wooden cars should not 
have been allowed to be used in trains 
operated upon that structure; that on 
July 380, 1924, a wreck occurred at the 
Sunnyside yard of the Long Island Rail- 
road through the throwing by hand of a 
switch under a moving train, causing 
the derailment of the last three cars 
of the train; that on August 5, 1924, a 
wreck occurred at the Ocean Parkway 
station of the Brighton Beach line of 
the B.-M. T. system, and that the tran- 
sit commissioners were guilty of negli- 
gence. 

THE ANSWER 


In support of this charge the Mayor’s 
counsel urges that the transit commis- 
sioners, though in office from April 26, 
1921, did not commence any public hear- 
ings into the service upon the rapid 
transit lines, until March 15, 1922, and 
that no order affecting that service was 
made until May and July of that year. 
The Transit Commission, however, did 
undertake the investigation of the serv- 
ice in November, 1921, preliminary to 
instituting the public hearings men- 
tioned by the Mayor’s counsel. It does 
not appear to me that there was any 
delay in making the inquiry which can 
fairly be criticised as amounting to a 
dereliction of duty. 

The powers of the Transit Commis- 
sion were regulatory in character, but 
that does not mean that the commis- 
sioners are chargeable with knowledge 
of each and every detail of the struc- 
ture and equipment of the companies 
operating in this city. I am cer- 
tain that they were not guilty of mis- 
conduct because they did not at an 
earlier date take the steps now urged 
by counsel. Upon receipt of the re- 
port of the joint board of engineers in 
January, 1924, as to the condition of 
the elevated structure in Brooklyn steps 
were taken to carry out the recom- 
mendations of that report. 

It is erroneous to say that the struc- 
ture of any of the elevated railroads 
in Brooklyn was found by these engi- 
neers to be “unsafe.” The converse is 
the fact. It would indeed be surpris- 
ing if structures which have borne their 
burden for so many years had been 
found to be unsafe for use. Moreover, 
if the city authorities had or have evi- 
dence proving that the structure was 
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These suggestions are incidental. 
of the report was to fix responsibility. The full report 
would cover 10 pages of space in the ELECTRIC RAILWAY 
JOURNAL. The attempt made here is merely to touch 
the high spots so far as these suggestions are con- 
The justice’s review and decision on the 11 
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The main purpose 


allegations have been summarized. as follows: 


and is actually unsafe steps could have 
been and can still be taken by them 
through application to the courts to re- 
quire its abatement as a public nuis- 
ance. 

The accident on the Fifth Avenue 
line did not occur on a curve and seems 
to have been caused by the dropping 
upon the track of some portion of the 
car equipment, which caused a derail- 
ment, and it is difficult to see in what 
respect the most approved “dead man’s 


From the 
New York Herald-Tribune 


HIS report is not the work of 

the political enemies of the 

Mayor. It was written after a 
searching examination into the cold 
facts by a man belonging to Mr. 
Hylan’s own political organization, 
who happens to possess the honesty 
and the intelligence to subordinate 
party interests to public service. 
It is a pitiless and an unanswerable 
indictment of the Mayor’s colossal 
failure to do the job which he prom- 
ised to do in two campaigns and 
which the voters elected him to do. 

The report is calm and dispassion- 
ate. It displays a thorough famil- 
iarity with every detail of the vast 
mass of testimony and exhibits sub- 
mitted at the investigation, sup- 
plemented by a first-hand investi- 
gation of subway conditions. 

Mr. Hylan’s utter unfitness for 
the job which he has held for 7 
years and which he hopes to hold 
for 4 years more stands revealed. A 
Governor of his own party accorded 
him the hearing of his charges against 
the Transit Commission that he so 
loudly demanded. A distinguished 
justice of his own party conducted 
the investigation, acquitted the 
Transit Commission, and fixed the 
responsibility for keeping the people 
out of subways on Mr. Hylan him- 
self. Judge McAvoy’s report ought 
to bring the Mayor’s political career 
to an end. 


button” would have averted that acci- 
dent. 

The accident in the Sunnyside yard 
resulted from the negligent conduct of 
an employee in turning a switch while 
a train was passing in front of him 
upon the track. The criticism is made 
that this switch should have been in- 
cluded in the interlocking system. 
There is no justification for the conten- 
tion that the transit commissioners 
were charged with the responsibility of 
investigating every switch in every rail- 
road yard to see whether it is properly 
controlled, in the absence of proof, as 
here, that the defect was one which was 
readily apparent or had been called to 
their attention. 


The further contention that under 
contract No. 4 the wooden cars were 
required to be retired from service at 
the dates fixed in the schedule men- 
tioned in Article XLVII of that con- 
tract, appears from a study of the con- 
tract to be fallacious. From the evidence 
before me it appears that these 
cars and their equipment were being 
maintained by the operating company 
in a serviceable condition by renewals 
and repairs, so that while for valuation 
purposes they might as a matter of con- 
tract stipulation be agreed to be worth- 
less, when the city should exercise its 
right of recapture prior to the termina- 
tion of the contract, nevertheless, if so 
maintained in good order there appears 
to be no reason why they should be 
scrapped unless all wooden car equip- 
ment is to be removed from operation. 
The retirement of these serviceable 
cars would not have aided in reducing, 
but would have necessarily tended to in- 
crease the congestion, due to the heavy 
traffic upon those lines. 


Charge 2 


The second charge condemns the 
transit commissioners for approving 
the reorganization of the Brooklyn 
Rapid Transit Company. 


THE ANSWER 


It is claimed that the- Transit 
Commission, in the performance of its 
quasi-judicial function, approved a re- 
organization which it should have dis- 
approved. The city of New York, al- 
though it took part in that proceeding, 
having been represented by counsel 
who called witnesses and presented 
arguments in support of its contention, 


did not seek to review its decision in - 


the courts. It abided by the result. 
The organization was achieved. Now it 
criticises the determination of the Tran- 
sit Commission upon the ground among 
others that the Transit Commission per- 
mitted an overcapitalization of the 
Brooklyn-Manhattan Transit Corpora- 
tion because that company issued 769,- 
911 shares of non-par value common 
stock. 

The charge is made that after the 
approval by the Transit Commission, 
the Brooklyn-Manhattan Transit Cor- 
poration, which had been organized un- 
der the business corporation laws of the 
state of New York, entered upon its 
books the sum of $40,000,000 as the 
valuation of the 769,911 shares of non- 
par value common stock. It does not 
appear that the Transit Commission 
had any jurisdiction over the book en- 
tries of the Brooklyn-Manhattan Transit 
Corporation, after it approved the form 
of capitalization which had theretofore 
been approved by the United States 
District Court. 

The prices at which the shares of 
that company sold in the market were 
not matters which fell within the 


scope of the Transit Commission’s jur-_ 


2 a oa Pans iad ee 


February 14, 1925 


ELECTRIC RAILWAY JOURNAL 


255 


isdiction, nor will the declaration of a 
dividend by the corporation, org’an- 
ized under the business corporation law, 
come under the Transit Commission’s 
control. 

The courts have ruled that the leg- 
islation giving public utility commis- 
sioners power to regulate the issuance 
of stocks and bonds of a public utility 
corporation was not designed to make 
the commissioners financial managers 
of the corporation, nor did it empower 
them to substitute their judgment for 
that of the board of directors or stock- 
holders of the corporation as to the 
wisdom of a transaction. 

‘Nothing has appeared to indicate 
that the Transit Commission did not 
bring to the matter the exercise of its 
discretion in good faith under the law. 


Charge 3 


The third charge embodies a claim 
that the Transit Commission was negli- 
gent in failing to require the operation 
of sufficient railroad cars and adequate 
train crews and their equipment by the 
companies operating under contracts 
Nos. 3 and 4, and that as a result the 
traveling public, especially during the 
rush hours, received inadequate and in- 
sufficient accommodation and were 
crowded into the cars beyond their 
eapacity. 

THE ANSWER 

That there is and has been an intol- 
erable overcrowding of passengers, 
both upon the stations and upon the 
cars of the operating companies, is of 
course admitted by everyone. That 
the companies appear to be operating 
substantially all of the trains which 
could with safety be accommodated on 
existing lines during the so-called rush 
hours was conceded by the Mayor in 
the written memorandum which he sub- 
mitted upon the hearing. There are 
points. of congestion upon the trunk 
lines through which no more trains can 
be safely operated during the rush 
hours, and naturally the outlying dis- 
tricts through which these rush-hour 
trains are distributed suffer from an 
inadequate number of trains. Obvi- 
ously this situation could have been 
alleviated by the employment of more 
ears, provided the inspection and shop 
facilities had been adequate for the 
proper maintenance of a greater num- 
ber of cars than were in service. With 
the completion of all the required shop 
and inspection facilities additional cars 
ought to be required. There is no evi- 
dence tending to show that the transit 
commissioners have been neglectful of 
their duty in this respect. 


Charges 4 and 5 


Charges 4 and 5 may be. grouped, 
inasmuch as both relate to the alleged 
failure of the commission to enforce 
the provisions of the dual contracts 
with respect to depreciation. 


! THE ANSWER 


Contract No. 3 provides that from 
the pooled revenue there shall annually 
be deducted 12 per centum thereof to 
provide for maintenance, exclusive of 
depreciation. It is then further pro- 
vided that for the first year of opera- 
tion under the lease 5 per centum of 
the revenue shall be placed in a depre- 
ciation fund, and that annually, within 


30 days after the 30th day of June, the 
commission and the lessee shall de- 
termine the amount to be paid to such 
fund and the classification thereof. 
The precise meaning of the language 
of these provisions in the contract is 
in dispute. The city, through the 
Transit Commission, contends that in 
addition to the 12 per cent provided in 


From the 


New York Times 


sweeping condemnation of 

the Mayor’s course is the 
thing which to most eyes will 
stand out in Judge McAvoy’s report 
as of chief importance. Judge Mc- 
Avoy asks nobody to take his word 
for this. He recites and analyzes 
the evidence. He traces the Mayor’s 
vacillation and obstruction step by 
step; showing what contracts were 
violated, what promises were re- 
pudiated, what official undertakings 
were concealed, even what orders of 
the court were defied. The result is 
a terrible arraignment, all the more 
death-dealing for being couched in 
judicial and restrained language. 
The whole report is, in fact, a model. 
It is clear without being wordy, con- 
densed without being obscure, and 
marches from premises to conclusion 
with an irresistible sweep of logic. 
The report is not an indiscrimi- 
nate defense of everything that has 
been done by the operating com- 
panies or even by the Transit Com- 


mission. The judge thinks that the 
Transit Commission should have in- 
sisted upon better sanitary condi- 
tions in the subway and elevated 


stations. He objects to permitting 
the companies to cut down too 
sharply the force of guards on the 
trains. There are other minor im- 
provements which should have been 
required. But all these things are 
only trifles compared with the way 
in which Mayor Hylan has thrown 
himself athwart rapid transit prog- 
ress. 

Judge McAvoy embodies in his re- 
porta constructive subway program. 
Its details, most of them admirable, 
must be left for future discussion. 
The great thing is that we have at 
last a judicial determination in re- 
gard to scandalous acts of the city 
administration which have too long 
afflicted us. The report certainly 
ought to be the beginning of better 
days for rapid transit relief. It 
ought also to be, if there is left in 
New York anything like a reasoning 
public, the end of Mayor Hylan 
politically. 


paragraph 4 and such further sums as 
may be necessary to maintain the 
equipment, which sums have been de- 
nominated “excess maintenance,” there 
is an obligation upon the company to 
take further sums from the annual 
revenue and place them in a depre- 
ciation fund. The company, on the 
other hand, contends that it has fully 
maintained the equipment and that 
there has been in fact no depreciation 
and therefore no necessity for payments 
due to any depreciation fund. 

The Transit Commission has stead- 
fastly adhered to the city’s view of 


the proper construction of these pro- 
visions of contract No. 3, but has un- 
der the advice of its counsel deemed 
it inexpedient to press the matter to a 
determination at this time. The com- 
mission has not waived the city’s rights, 
but has apparently fairly exercised its 
judgment and discretion, and there is 
nothing in its conduct which would jus- 
tify the charge of malfeasance. 


Charge 6 


The sixth charge is to the effect that 
the commissioners have not compelled 
the operating companies, under con- 
tracts Nos. 3 and 4, to put into the pool 
all the revenues derived, directly or in- 
directly, from the operation of the prop- 
erties. 

THE ANSWER 


The items, specifically referred to, 
are sums received as rentals from cars 
leased to other corporations, share of 
joint revenues with other companies 
and the amounts received from interest 
on bank balances. It appears that the 
first of these items has been adjusted, 
and the company has acceded to the 
city’s contention as maintained by the 
Transit Commission. The other two 
items are in course of adjustment, and 
the Transit Commission has steadfastly 
maintained the city’s contention with 
respect thereto. 


Charge 7 


The seventh charge relates to the in- 
clusion of the receivership expenses in 
cost of operation, under the provisions 
of contract No. 4, and further asserts 
that the transit commissioners have 
failed to provide adequate examination 
of the operating accounts of the lessees, 
and have failed to exclude from the cost 
of operation items of expense said to 
be improperly charged against opera- 
tion under contracts Nos. 3 and 4. 


THE ANSWER 


The evidence shows that a fraction 
of the total amount of these expenses, 
consisting mainly of the compensation 
of the receiver and his counsel, were 
permitted to be charged against the 
cost of operation, being a sum about 
equal to what would have been the 
salaries of the officials of the companies, 
had there been no receiver. The ac- 
counting department of the Transit 
Commission is well organized and has 
performed its duties in connection with 
the examination of accounts. 


Charge 8 


The eighth charge relates to the 
action of the Transit Commission with 
respect to items in the 12th and 19th 
quarterly determination of costs by the 
engineers under contract No. 4, and 
the claim likewise that the Transit 
Commission has failed to urge objec- 
tions made by its predecessor and to 
cause the removal of unwarranted items 
charged thereunder. 


THE ANSWER 


When the Transit Commission came 
into office, the disposition of these mat- 
ters was 5 years in arrears, and within 
9 months they were brought up to date. 
Subsequent determinations have been 
made from time to time, as appears 
from the volumes relating thereto, 
which have been introduced in evidence 
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before me. There is no ground for be- 
lieving that the Transit Commission 
has been derelict in its duty in this re- 


spect. 
Charge 9 


The ninth charge consists of the 
claim that the transit commissioners 
have violated their duties by creating 
and maintaining useless appointees in 
office, who were unfit for the work im- 
posed upon them. 


THE ANSWER 


The Transit Commission continued to 
employ those who had been performing 
similar duties under its predecessors. 
Nearly all of these positions were in the 
classified Civil Service. The only per- 
son mentioned by the Mayor as being 
unfit was called before me and I found 
him to be a competent man who was 
performing his duties. A comparison 
of the amount expended by the Transit 


Commission, with that now being in- 
curred by the two bodies, covering the 
entire field, with which the Transit 
Commission was invested under the law, 
prior to July 1, 1924, shows that the 
expenditures of the Transit Commission 
were less than that of the two bodies 
now doing the same work. 


Charge 10 


The tenth charge accuses the tran- 
sit commissioners of failing to restore 
the unified service which existed prior 
to the receivership of the railroad com- 
panies in New York and Brooklyn, and 
refers in particular to the fact that 
the Brooklyn City Railroad is being 
operated independently of the B.-M. T. 
system of which it was formerly a part. 


THE ANSWER 


That railroad company became a sep- 
arate unit during the B. R. T. receiver- 


ship by virtue of a court order, and 
manifestly the Transit Commission 
could not as a matter of law fail to re- 
gard the determination of the United 
States District Court in that respect. 
There is no reason to believe that the 
transit commissioners did not act in 
entire good faith in connection with 
its consideration of this matter and 
there is no warrant for any finding of 
neglect or malfeasance. 


Charge 11 


The eleventh charge relates to the 
alleged failure to retire the wooden 
ears in accordance with the provisions 
of contract No. 4. 


THE ANSWER 


This charge is substantially included 
in the first charge and is disposed of by 
the views expressed by me with re- 
spect thereto. 


Boston Begins Educational Program 


Eight Hundred Elevated Railway Employees Meet Regularly Under “Departmental Group 
Conference Plan” Devised to Help Ambitious Workers Secure Best Information 
Available in Their Specialties—Power, Transportation, Maintenance, 

Shop Practice and Special Subjects for Women Included 


erty of the Boston Elevated Railway a compre- 

hensive educational program under what, for want 
of a shorter term, is known as a “‘departmental group con- 
ference plan.” Five groups are holding meetings, prac- 
tically each week, as follows: Rolling stock and shops; 
maintenance (track, elevated structures, subways, build- 
ings, signals, etc.) ; power; transportation, and women 
of several departments. Upward of 800 employees are 
registered in these groups and a high percentage of 
attendance is being maintained. 

The first step in preparing the present program was 
to consult a large number of representative employees 
who had taken courses in previous years. The unani- 
mous desire was for an opportunity to discuss depart- 
mental problems and the principles underlying the work 
of the several departments. 

Next, the general manager, Edward Dana, in con- 
sultation with department heads, appointed a committee 
on education for the property. This consists of men 
selected by the department heads to act as group chair- 
men, with the general manager as chairman of the 
educational committee. To the educational committee 
was assigned the task of preparing a program for the 
season. The committee asked each departmental rep- 
resentative to prepare a list of topics for a maximum 
of 20 meetings, and to plan to secure speakers to pre- 
sent these topics and lead the discussions. In this work 
the committee was assisted by Henry H. Norris of the 
McGraw-Hill Company staff. The schedule, as approved 
by the committee, is shown in the accompanying table. 

The meetings, in general, are held in a large and 
well-equipped instruction school recently completed at 
the Sullivan Square terminal in Charlestown. Here 
there is seating capacity up to 700 persons, and the 
main auditorium is provided with motion and still pic- 
ture projection apparatus, sound amplifiers of the latest 


Tes winter there is being carried out on the prop- 


type, radio, piano—in short, everything needed for the 
comfort, convenience and entertainment of the groups. 

The program of each meeting is designed to run 
from 7:30 to 9 p.m.; a half hour each for the informal 
talk or series of talks, for the discussion, and for such 
other features as may be provided.* This is subject to 
frequent modifications to take advantage of the presence 
of visiting electric railway men or company officials. 
The talks are given by experts from the railway’s staff 
or by outsiders, with such illustrations as the subject 
permits. Motion pictures and stereopticon slides are 
freely used. At some meetings entertainment features, 
such as group and solo singing, educational and humor- 
ous motion pictures and radio selections, are introduced 
by the group leaders. 


LECTURE OUTLINES DISTRIBUTED IN ADVANCE 


Men who accept invitations to address the groups are 
asked to furnish outlines of their talks at least two 
weeks before the meetings. These are mimeographed 
and distributed in advance, to serve as reminders of 
the dates and to assist in formulating questions for 
discussion. The outlines for each group will serve as 
a syllabus of the series. Where full manuscripts are 
prepared in advance by the-speakers, they are filed with 
the railway librarian for /subsequent binding. Con- 
densed records of the discussion are also made for the 
same purpose, and to insure attention to the sugges- 
tions for service improvement which are brought out. 
Attendance at the meetings is recorded on individual 
cards, printed in a different color for each group. 
Group members are also provided with pocket cards 
containing the meeting schedules, each printed on stock 


‘of the same color as the group record cards. 


*The power group conferences, which are administered by the 
Massachusetts Department of Education, follow a modified plan, 
as explained in the schedule on page 257 
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Five joint meetings, under the direction of the gen- 
eral manager, form part of the winter’s program, and 
bring the five groups together. The first was held in 
November, with the editor of the Boston Evening Trans- 
cript as the principal speaker. One-minute reports 
were made by a score or more men who had represented 
the railway at the American Electric Railway Associa- 
tion convention or the National Safety Congress. At 
other general meetings prominent city officials and rail- 
way managers will speak. 

The group conferences have already produced several 
by-products, notably a series of “talks” on accident pre- 
vention by the claim department staff. (See ELECTRIC 
RAILWAY JOURNAL, Jan. 31, 1925, page 185.) A joint 
committee from the auditing and maintenance depart- 
ments, appointed to consider ways of minimizing stocks 
of stores, is a very recent development. 

One lesson which the planning of this program 
showed early was that a uniform scheme could not be 
devised to fit all departments. For example, the power 
department found its needs best met by courses of 
lectures delivered by experts from outside the staff. 
Two series of 10 lectures each were arranged, one 
covering mechanical engineering, the other electrical 
engineering. The maintenance department divided its 
topics among its several sub-departments, with attend- 
ance optional to men not directly interested in a topic 
under discussion. The interest has been so great, how- 
ever, that few men have been willing to miss any of the 
meetings. The transportation conferences are held:in 
two sections, one in the morning for night men, the 


other in the evening for day men. The rolling stock 
group expected to hold some of its meetings at the 
Everett shops, but the large registration interfered. 
The women’s group found it desirable, to insure sus- 
tained interest, to limit the list of topics to the 10 most 
essential for a general understanding of local railway 
operating methods. The women have shown an in- 
tense interest, with an enrollment, as in the other 
groups, much larger than expected. 

The management of the Boston Elevated Railway 
does not regard the “departmental group conference 
plan” as an ultimate educational program. It lacks the 
home study element; but it has great instructional 
value and is stimulating. Moreover, it forms an excel- 
lent foundation for later study by those who desire such. 

Its development on a large scale on the Boston Ele- 
vated illustrates the interest of the public trustees and 
the general manager in industrial education. One of 
the trustees, J. Frank O’Hare, is a trustee of the Frank- 
lin Union, a thriving vocational school founded on a 
bequest made to Boston by Benjamin Franklin. Mr. 
Dana is chairman of the committee on education of the 
American Electric Railway Association. 

The railway’s present educational activity began 3 
years ago, when arrangements for instruction of a large 
group in practical electricity were made with the Massa- 
chusetts Department of Education. This was followed 
by other electrical courses and by one on public utility 
economies, delivered by L. R. Nash of Stone & Webster. 
The group conferences form the third stage in this 
educational development. 


Schedule of Meetings of Departmental Group Conferences 


Boston Elevated Railway 
Season of 1924-1925 


GENERAL Mretincs—Nov. 12, 1924; Feb. 9, March 27, April 15, May 


Women’s Group 


Meets at 7:30 p.m. 


. Auditing. 

. Purchasing. 
8. Track. 

. Training 


transportation 
ployees. 


em- 


. Power. 

. Schedules. 

. Snow. 

. Accidents. 

16. Car operation. 

. The “Elevated” problem as a 
whole (Mr, Dana). 


Power Department Group 


Power Department Group Conferences 
are under the direction of the Massa- 
chusetts Department of Education, Division 
of University Extension, and meetings are 
held on Thursdays at 7 p.m., as scheduled. 


The power department group is consid- 
ering the following topics: Modern boiler 
practice; fuels and firing; combustion; 
fundamental principles of steam turbines; 
general features of turbine construction ; 
development and operation of steam tur- 
bines; auxiliaries in high-vacuum turbine 
plants; steam—its properties and genera- 
tion; economy as affected by power-plant 
operation; electrical generation—with ref- 
erence to the construction and operation 
of generators, switchboards and meters; 
transmission—including oil circuit-breakers, 
protective devices, auto transformers and 
the advantages of high voltages; substa- 
tions—manual and automatic operation, 
storage batteries, transformers, rotary con- 
verters, and protective relays; distribution 
—typical overhead and underground feeder 
system, together with switchboards, high- 
speed and air circuit-breakers, and cable 
testing; motors and _  controllers—direct- 
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current apparatus including car ejuipment, 
shunt and compound motors, hand and auto- 
matie control equipment, alternating cur- 
rent apparatus, including single-phase, 
polyphase and synchronous motors and 
starting compensators. * 


Transportation Department Group 
Meets at 10:30 a.m, and 7:30 p.m. 


1924 

Nov. 7. Accident prevention. 

. Accident reports. 

. Employment and instruction of 
new men, 

. Relations with employees. 

. Selection and training of sub- 
officials. 


. Treatment of passengers. 
23. Complaints against employees. 


1925 
Jan. 13 
27 


Heb; 3. 


17. 
24, 
March 3. 
10. 


13, 1925 


. Manufacture of steel. 
. Accident prevention. 
Ordering and _ distribution 
materials and equipment. 
Erection of Boston Army Base. 
Heat treatment of metals. 
Stores—purchasing materials. 
Uses of laboratory in preparing 
specifications and checking 
materials. 


of 


31. Welding and cutting of metals. 


April 7. 
21. Relation of maintenance depart- 


Maintenance of power circuits. 


ment to public officials and 
labor organizations. 


Rolling Stock and Shops Group 


. Car construction, 


Meets at 7:30 p.m. 


specifications, 
contracts, etc. 


. Car construction, review of de- 


30. Relation of maintenance to signs. 
transportation. Dec. 3. Car-body repairs. 
Feb. 6. Power saving. “ 10. Car-body painting. 
20. Carhouses and stations. 17 


. Trucks—general principles and 


27. Cars and equipment. design. 
March 6. Complaints against service and 1925 
equipment. H Jan. 14. Truck maintenance, wheels, 
13. Revenue accounting. axles, brakes, etc. 
20. Handling of passengers off cars, 21. Railway motors—general prin- 


April 3. u 
10. Dispatching 


Traffic surveys and time-tables. 


and maintaining 


. Railway motors — service 


ciples and design. 


re- 
schedules. quirements, etc, | . 
Feb. 4. rely ee peo totes — a Leas 
i 18. Control equipment — principles 
Maintenance Department Group Sas: 
Meets at 7:30 p.m. 25. Control equipment — multiple- 
unit. 
1924 March 4. Control maintenance. 
Nov. 4. Introductory meeting. 4 18. Air. brakes—principles and de- 
18. Practices in Cleveland, Chloe: ; Je Reena meee 
t of rapid transit in 25. Air brakes— 2, : 
Pee ea eae z April 1. Shop practices and handling 
. Railway signaling. stores. ; 
16. Stores—accounting. 8. General review. 
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Repair Shops Keep Busy 
HE Department of Commerce announces that, ac- 
cording to the data collected at the biennial census 
of manufactures for 1923, the repair shops of steam 
and electric railroad companies reported work done dur- 
ing that year to the aggregate value of $1,520,902,751, 
an increase of 19.9 per cent as compared with 1921, the 


STATISTICS FOR ELECTRIC RAILROAD REPAIR SHOPS, 


1923 AND 1921 = 
Per Cent of 
Increase or 
1923 1921 Decrease (2) 
Number of establishments... ..........- 547 560 —2.3 
Wage earners, average number (6)... ... - 34,925 33,279 4.9 
Maximeam month: +. 5 2.2..0 25.4 54-00 Nov: 35,492 © Jan. 23:5055 Ge co <, - 
Mien mouth. <2 2-55. 62 sae eo Aug. * = Nov. 32, Sote ocgseer 
Masti cent of maximum.............. oy 4) \-2Sr ee 
Sa ee we Ree see ee $49, ns. $33 $48, 175. 235 3.0 
co <a Se, ee eee eS $31,981,650 $33, 560,133 —47 
Paid for contract work........-.......- $110,949 $105,862 4.8 
Value added by manufacture (c)........ $54,430,995 $53,752,293 1.3 
ernepyiter. -.¢5 SA ee eee 62,360 2 eee 
Cosl consumed (tons of 2,000 Ib.).....-. 135,216 ay ee 
Total value of work or products... . $86,412,645 $87,312,426 —1.0 
Motive power and machinery epartments, 
oe gp J SOEUR ae ee $7,303,972 $7,715,044 —5.3 
Electric locomotives built: 
Nambers 23. 55S eae ae WU OC) ee ae 
Walties 2 => 3 She se oo Oke $198,775 Kd) fe oo oes. 
Repairs to motors, ete., value... ---- $6,692,410 $7,226,905 —7.4 
Work for other corporations, value. - - - - - $101,754 $78,472 29:7 
All other work or products, value.. $311,039 $409,667 —24_1 
Car departments, value... ....--.------ $75,070,768 $75,529,519 —0.6 
Cara waskk, wale. <2 352- Ss ns $3,523,648 $1,248,267 182.3 
Passenger: 
Maen ee eee 299 127 135.4 
Waloes 5 en ene $3,287,447 $822,398 299. 
Freight: 
Number 0 oct es = oe 47 i 
Watue-. <2. ets ee es ee $103,738 $7,200 1,340.8 
Other: 
Wasser... 3. =~ - 4526-54 5e ease 37 a 
Valne= 322 A eee $132,463 $418,669 —68.4 
Repairs to ears of all kinds, value... ._.- $65,420,854 $69,131,546 —5.4 
Work for other corporations, value... . - . $1,486,380 ~ $1,249,497 19.0 
All other work or oe value. . es $4,639,886 $3,900,209 19.0 
Bridge and buildmg departments nt op 
= only), valae.. 3): % s<0 545 ssa $438,624 $516,942 —15.2 
Repairs and renewals, value... ...- Soe $434,590 $420,445 3.4 
All other work or producis, value. $4,034 $96,497 —95.8 
All other work or res not classified, 
Waled.c oo ee ae ; _.. $3,599,275 $3,550,921 1.4 


(a) A minus (—) sign denotes decrease. Per cent omitied where base is less 
than 100. 

@) Not including salaried officers and employees nor proprietors and firm 
menbers. Statistics for these classes will be given in final report. 

(c) Value of products less cost of materials. 

(@) Not report 


last preceding census year. For steam railroad repair 
shops alone the total was $1,433,680,106, an increase of 
21.5 per cent as compared with 1921, and for electric 
railroad repair shops it was $86,412,645, a decrease of 
1 per cent. 

Details of the statistics on electric railway repair 
shops appear in the accompanying table. 


Measuring Rail Deflections Under Load 


NTERESTING experiments are being conducted on 

the lines of the Capital Traction Company, Washing- 
ton, D. C., with a machine just developed by the Bureau 
of Standards, to measure the deflections of rail in paved 
streets caused by the passage of cars. This is being 
done jointly by the engineering staff of the company 
named and that of the Washington Railway & Electric 
Company. Measurement is not made of the actual de- 
fiection distances, but the comparative deflections under 
different conditions of service are obtained. Tests have 
been made with cars of different weights and having 
various types of truck. It is planned also to study the 
effect of flat wheels passing over the instrument. 

In making these tests an aluminum bar, about 8 in. 
long and provided with two contact points, is placed on 
the base of the rail in contact therewith. One contact 
point is a part of the aluminum bar, while the other is 


ELECTRIC RAILWAY JOURNAL 


Vol. 65, No. 7 


- 7% 


attached to a hinged arm. Movement of this second 
contact and its connecting arm causes the compression 
of carbon particles contained within the bar, and this 
varies the resistance of the electric circuit. 

This circuit is one arm of a wheatstone bridge, the 
other arms of which are housed in a portable box. A 
mirror carried on the galvanometer of the wheatstone 
bridge reflects a beam of light on a photographic film, 
which is moved at a predetermined rate by a small 
electric motor. Similar bars are placed on the head of 
the rail and in the center of the web. 

After a small amount of pavement alongside the rail 
has been removed, the bars are placed in contact with 
the rail. The box containing the rest of the apparatus 
is carried on a small motor truck which stands near by 
in the street. When a car passes over the instrument 
the defiection of the rail is recorded in the shape of ~ 
curves on the photographic film. Tests will be made 
at joints and also in the center of the rail. At present 
experiments have not been carried far enough to permit 
reaching definite conclusions. After several types of 
rail have been tested under different conditions of 
service, it is expected that the curves will furnish in- 
formation valuable for study in connection with rail 
and car design. 


Capital Traction Has 25 per Cent 


10-Year Men 


IGURES just compiled by the Capital Traction Com- 

pany, Washington, D. C., show that at the beginning 
of the present year more than 25 per cent of its em- 
ployees had been in service for 10 years or longer. 
One man who first went to work for the company in 
1868 had a service record of 56 years. Another had 
51 years. Altogether nearly 1 per cent of the total 
number of employees have had more than 40 years of 
service. About 5 per cent have had between 30 and 


LENGTH OF SERVICE OF OFFICERS AND EMPLOYEES OF THE 
CAPITAL TRACTION COMPANY 


Number Number 
of Full Number of Full Number 

Year Years of Em- Year Years of Em- Per 
Employed Service ployees Fal Employed Service ployees Cent 

1868 56 1 ) 1905 19 9 

1873 51 tel 1906 18 10 

1881 43 3h OB: gr9A7 17 18 } 6.8 

1883 41 Sal 1908 16 19 

1884 40 20) 1909 15 24 

1885 39 1 1910 14 9 

1886 38 Sal 1911 13 ul 

1887 37 Bote 1 iz 12 28° +1635 

1888 36 4 | 1913 iI 18 | 

1889 35 4 } 1914 10 16 J 

1890 34 9 1915 9 10 

1891 33 7 1916 8 30 

1892 32 8 5:8 =) 3917 7 822} “3216 

1893 _ 31 12 1918 a 134 

1894 30 24 1919 5 121 

1895 29 14°) 1920 4 HW 

1896 28 pet 1921 3 77 

1897 27 5 ts 92.0) 922 2 66 30.3 

1898 - 26 2 1923 1 104 

1899 25 Ae 1924 147 12.5 

1900 24 6 } 

1901 23 ea : at 

1902 22 ioe "ak 100.0 

1903 21 il 

1904 20 ie 

2 

40 years. Nearly 6 per cent have had between 20 and 
30 years. Others over 10 years constituted 13.7 per 
cent. Listed among those with 30 years of service were 


J. H. Hanna, vice-president in charge of operation, and 
R. H. Dalgleish, chief engineer. The number of em- 
ployees and the length of their service is shown in the 
accompanying table. 
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Each Half of This Berlin Articulated Train Has Five Car Bodies and Six Trucks 


German Railways Try Articulated Trains 


Tests Are Being Made at Berlin and Hamburg—Each Unit of the Berlin 10-Car Train Has Five Car Bodies 
and Six Trucks—This Train Is Being Used in Rapid Transit Service—The Hamburg 
Unit with Two Car Bodies Is Used on a Single-Phase Electric Railway 


bodies have attracted attention in Germany as well 

as in this country and England. In fact, the 
claim is made that in Germany the principle of car body 
articulation was developed in 1901, although it has been 
applied in actual practice only during the last two 
years. There are at present two German railway prop- 
erties operating articulated cars. One of these and the 
first to put them in service is the Berlin Stadtbahn, 
a part of the German government railroad system which 
extends through the city of Berlin and does a large 
short-haul business. It is soon to be electrically 
equipped but is now running by steam. 

On this road there is one articulated train in service. 
This is in two halves, each unit having five car bodies 
and six trucks. This train has been in regular service 
in Berlin since Aug. 17, 1923, being hauled by steam 
locomotives. 

An article in Glaser’s Annalen for July 1, 1924, from 
which the following particulars are taken, states that a 
speed of 63 m.p.h. has been attained without trouble- 
some side sway and with no sluggishness in the springs. 
The main dimensions of the entire train (10 bodies and 
12 trucks) are as follows: 


"Te advantages accompanying articulation of car 


DIMENSIONS OF BERLIN 10-CAR ARTICULATED TRAIN 


Length over all........ afe.n afta CPOs eamate oe oe a 140 m. (459 ft. 8in.) 
Distance between king pins. ..... ~i¢ -. -2.245520>---% 12.45 m. ( 40 ft. 10 in.) 
Wheelbase of pilot truck. 3.2 << 2. | ca Se4 soar en re. 2.5 m. 8ft. 2in.) 
Wheelbase of pivot trucks..<:.. 05.200 ..505....--08 3.5 m.( Il ft. 6in.) 
Length of middle car bodies...../.......2... 12.1 m.( 39ft. in.) 
Length of end car bodies... . . “Vegans 15.4 m.( 50ft. 7in) 
Bulkhead clearance between middle car bodies... . 0.4 m. (153? in.) - 


Bulkhead clearance at end car body with the two halves 
coupl 


. 1.3 m. (51 in.) 
Wheel diameter of pilot trucks. . 2.2225... .5. 5.09 =. — 1.0=m. (39 in.) 
Wheel diameter of pivot trucks......-..........-..,+. 0-85 m. (333 in.) 
WEPRY OPiratis. .. Ste eos. ke eee ee <_°218-5 metric tons 
Weight of like capacity train madeup of motor cars-on ; 

trucks and of trailers with ordinary running gear... 226.6 metric tons 


It is pointed out that an equivalent motor car would 
require a king-pin distance of 14 m. instead of the 
12.45 'm. on the articulated car. This difference permits 
the latter to be built 40 mm. (15? in.) wider, thus 
reducing the gap-between car and platform at stations 
along curved track. Without load the car floor is 1 m. 
(39.4 in.) above the head of the rails, but as the station 
platforms are 760 mm. (30 in.) high no intermediate 
car step is needed. Sliding side doors are used. 


The pilot trucks at the outer ends of each unit are 
of the ordinary swiveling type and carry the motors. 
The pivot trucks are of special design and built under 
the Jakob patent. As shown in the drawing of this 
truck on page 261, the load is transmitted from the 
cylindrical king-pin Z through the brackets or bolster D 
to central semi-elliptic springs, thence to the side 
frames of the truck and through semi-elliptic springs 
to the journals. 

King-pin guide blocks K are attached to the end 
sills S of adjacent car bodies, these guide blocks being 
of greater diameter than the king pin. The inclination 
of the car bodies toward one another in a perpendicular 
plane due to change of grade, bending of springs, etc., 


Inner Truck Used in Articulated Trains at Berlin and Hamburg 


is so small that a slight bulge in the king pin suffices to 
take care of it. 

The car bodies are allowed to slide on side bearings 
which are located as close to the king pin as possible. 
Any tendency of one car to sidesway is modified by the 
action of the spring system of the articulated truck 
common to adjacent cars. The conditions of train 
make-up do not call for passenger communication be- 
tween cars, but if required it would cause less difficulty 
than on ordinary cars. 

The wheelbase of the pivot trucks between bodies 
has been made long, thus offering another factor to give 
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smooth running. The manner of carrying the load 
places so little stress on the side frames that compara- 
tively light members are possible, even in the present 
instance with a wheelbase for the articulated truck of 
3.5m. (11 ft. 6in.). The longer springs, of course, are 
of further advantage. In spite of this long wheelbase, 
the truck, including a Kunze-Knorr Type B braking 
cylinder, weighs no more than the customary truck of 
2.5 m. (8.2 ft.) wheelbase, exclusive of braking 
equipment. 

Although the articulated train described has a num- 
ber of advantages, it is considered unlikely that it will 
become standard on the Stadtbahn. It was built on 
the assumption that with the line electrically equipped, 
the trains would consist of a mixture of motor and trail 
units and that four motors (two trucks) per half-train 
would serve. The latest plans, however, call for all 
motor-car units in order to secure maximum flexibility 
in variation in train length. This would double the 
number of motor trucks per train and so make the use 
of articulated trucks too costly. 


HAMBURG IS TRYING DUPLEX MOTOR CAR 


A second installation of an articulated train in Ger- 
many has been made on the Hamburg Stadt- und 
Vorortbahn, which is equipped with the single-phase 
system. This train, which has two bodies and three 
trucks, was supplied by the Gorlitz Car & Machine 
Company, which also built the Berlin unit. The for- 
ward truck of the articulated train is equipped with 
two motors, and the other trucks carry no motors. 

The principal dimensions of the train are given in the 
accompanying table. 

The forward car is divided into five third-class com- 
partments, one baggage compartment and one service 
compartment. The second car has four second-class 
compartments, two third-class compartments, and one 


Underside of the Hamburg Car Body Showing Bare Rectangular 
Conductors Used for Low-Voltage, Single-Phase Circuits 


service compartment. There is no passageway between 
the cars. The pivot truck is of the Jakob type, similar 
to that under the Berlin train. 

The electrical equipment includes two compressed-air 
bow-type current collectors which take 25-cycle, 6,000- 
volt, single-phase current to a transformer, having an 
hourly rating of 300 kva. and a continuous rating of 
200 kva. The two Brown-Boveri motors have each 
a continuous rating of 320 hp. and an hourly rating of 
410 hp. Multiple-unit control is employed, so that any 


DIMENSIONS OF HAMBURG ARTICULATED UNIT 


Length of each single car body................-+.0+ 14,222 mm. (46 ft. 6 in.) 
Total length of articulated unit over buffers......... 30,000 mm. (98ft. 6 in.) 
Weight of unit, with pompleie sata ehs 2 ee . 66,000 kg. (145,000 Ib.) 
Outside width of car body... ee Paty ea eee 2,550 mm. ( 8ft.4 in.) 
Wheelbase of motor track: 2.5.0... eae ees 2,500 mm. ( 8ft.2 in.) 
Wheelbase of pivot ‘truck! ne. casas dee eee 3,500 mm. (11 ft.6 in.) 
Wheelbase of rear trucks, 3.750 -a+ ea eee 2,50u mm. ( 8ft.2 in.) 
Diameter ‘of wheels) its) ee ce oie ee 1,000 mm. ( 3 ft. 3} in.) 
Gage of wheelsiziz Swift. es Sea are 1,435 mm. ( 4 ft, 83 in.) 


This Two-Car Articulated Train Is Used in Hamburg Suburban Service on the Single-Phase System 
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number of these double-end units can be operated 
together. 

Instead of carrying the main low-voltage circuits in 
cable, use is made of bare conductors or busbars of 
30x6 sq.mm. and 20x6 sq.mm. cross-section. They are 
carried from the underside of the car floor by means 
of wooden spacers and clamps. These bare conductors 
can be readily shifted and they are free from the arcing 
troubles possible from deteriorated cables. 

An interesting feature of the heating is that the 
heaters are in circuit only when the controller is off, 
thus avoiding excessive peaks. 


. FIELD GUN ipjiyag 


sooo 4 IV Wome 


The forward car carries the motors and the trans- 
former; the second car carries the compressor and a 
number of auxiliary devices. The compressor supplies 
air for brakes, current collectors and signals. 


Silk Screen Sign Printing 
Used in Detroit 


Special Equipment Built in Shops of Department of 
Street Railways Facilitates Work of Printing Route 
and Destination Signs for Maintenance 


By H. 8. WILLIAMS 


Assistant Superintendent of Equipment, Department of Street 
Railways, City of Detroit, Mich. 


RODUCTION of sign rolls for transparent route 

and destination signs on electric cars has undergone 
radical improvement in the shops of the Department 
of Street Railways, City of Detroit. * 

It was noted a year ago that several large electric 
railways were still making sign curtains by the old, 
laborious process of hand lettering. On most prop- 
erties, however, stencils are used. This necessitates 
some hand work, but is a marked step in advance of the 
hand-lettering method. About 2 years ago a new proc- 
ess was instituted, which eliminated all hand lettering, 
and reduced costs materially. This was the silk bolting 
cloth and opaque letter method.* 

The sign-making process as now used in Detroit is 
an adaptation of the silk bolting cloth process. The 
first step is the preparation of the sign cloth. A high- 
grade shade cloth is used, and is given a preliminary 
treatment with fish oil to increase its transparency as 
well as to make it easy to clean. This is menhaden 
oil purchased according to Navy Department specifica- 
tion 52-0-6. The oil is mixed with gasoline in the 
proportion of one part fish oil and one part gasoline. 
This mixture is then placed in the semi-circular trough 
of the table shown in an accompanying illustration. 
A roll of curtain cloth, which is cut to correct width on a 
band saw, is then put on roller A, from which it is run 


*The silk screen or silk bolting process as used in Brooklyn was 
described in the ELectrRic RAILWAY JOURNAL for December 15, 
1923, page 1007.— Eb. 
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The Shade Cloth on Which Signs Are Printed Is Treated in Advance with Fish Oil 


As shown in the illustration at the left, the a weighted roller which holds the cloth hand illustration shows 
B is a squeegee for wiping 
off the surplus oil as the cloth is wound up 


cloth mounted on roller A is passed through down in the oil. 
the bath of oil contained in the tank at the 
center of the table. 


Lever D connects with on roller C with a hand crank. 


the treated cloth 
suspended for drying. The racks are ar- 
ranged so that they can be lowered into @ 


The right position handy for stringing the cloth. 
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under a weighted roller which holds it in the oil bath. 
Coming out of the bath, the cloth passes under an 
adjustable squeegee, B. This wipes off surplus oil as the 
cloth is wound on roller C with a hand crank. The 
weighted roller in the bath is provided with a handle, 
D, by which the roller can be lifted out of the way 
when a new roll of cloth is being started through the 
apparatus. 

After the cloth has been treated with fish oil the 
roller C is lifted off its support and placed in a similar 
holder on the drying rack. The cloth is threaded over 
the bars of the drying rack, where it is left until dry 
as shown. This rack, as the illustration shows, is 
similar to a very wide ladder and is arranged on pulleys 
so that it may be lowered for convenient handling and 
then raised up out of the way where the cloth is sus- 
pended in the warmest zone of the room to hasten 
drying. Experience indicates that it takes about 72 
hours properly to dry the material in this way. After 
that the cloth is transferred to another roll prepara- 
tory to the printing operation. 


How STENCILING IS DONE 


The next step concerns the type of stencil to be used. 
The stencils are made up in units 26 in. x 39 in. -and 
contain five names each. They consist of substantial 
wood frames over which No. 10 silk bolting cloth is 
stretched. The letters are then applied to make the 
desired words. Here a change has been made from the 
customary silk cloth process. Instead of making 
the letters with opaque paint, they are cut out of paper 
and applied to the bolting cloth with shellac. Sharper 
edges on the letters result from this method in com- 
parison with the use of opaque paint. 

Each stencil has attached to it a brass hinge, slotted 
to receive a thumb screw on the table. The prepared 
sign cloth is hung on the roller #, which is provided 
with a small crank and pawl. The cloth is then run 
over the table and clamped in a groove, after which 
tension is applied with the crank and retained by the 
pawl. This stretches the cloth smooth for the printing. 
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The stencil frame is swung down and locked firmly by 
means of two cam levers, F. Paint is applied to one 
edge of the stencil and one sweep of the squeegee com- 
pletes the process of printing. The stencil is then 
swung up out of the way, and the printed section of 
the sign is cut and removed for drying. When not 
in use, the stencil frames are stored in the rack shown 
in another illustration. 

Maintenance signs are made up in small sections 
because, in general, only comparatively small sections 
of the sign curtains wear out. Consequently, only these 
worn sections need to be cut out and replaced. 

The black paint used for the printing is made accord- 
ing to the following formula: 5 lb. ivory black ground 
in linseed oil, 1 pt. raw linseed oil, ? pt. gold size Japan, 
and 34 pt. turpentine. 

The previous cost of painting signs averaged $14.30 
per sign including material. The new method has 
reduced this cost to $5.22 per sign. 


Service Stripes for Detroit Trainmen 


HE use of service stripes to designate length of 

service was recently begun by the Department 
of Street Railways, city of Detroit. A silver bar will be 
given for each year of service up to 5, when a gold 
bar will supplant the four silver bars. In addition to 
a gold bar for each 5 years of service a silver bar is 
shown for each year between 5 and 10 and 10 and 15. 
After 15 years of service gold bars only are worn, 
unless future developments indicate that the men them- 
selves prefer to have the detailed service record dis- 
played. Previous service with the Detroit United 
Railways will be counted. 

The management believes that public relations will be 
improved by this step. When a trainman insists upon 
the observance of regulations by passengers, some 
people think he is only a novice. This idea will be 
changed by displaying evidence of the employee’s serv- 
ice. On the other hand, the awarding of service stripes 
will tend to improve the morale of the trainmen. 


Signs Are Printed on the Handy Table Shown at the Left, and When Not in Use Stencils 
Are Stored in Convenient Racks Shown at the Right 


The stencil of silk with paper letters ap- 
plied with shellac is hinged to the side of 


the table so that it can be readily lowered has a crank and pawl by means of which 
into position over the cloth. The roller H 


the cloth is stretched tight for printing. 
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One-Man Cars Successful 


in Denver 


Approximately 40 per Cent of Both City and Inter- 
urban Service Is Now Operated by One-Man 
Cars—Older Rolling Stock Was Rebuilt 
with Front Entrance and Center Exit 


|, lena the past year the Denver Tramway in- 
stituted one-man car service on several of its city 
lines and on the interurban division. This has been 
extended gradually with satisfactory results. Since Jan. 
1, 1924, all owl service has been operated in that way 
as well as the day schedules on the Cherokee, Platte & 


Front-Entrance and Center-Exit Arrangement on the Rebuilt 


Denver One-Man Cars. Note the Low Partition Which 
Incloses the Operator’s Position 


Globeville line. One-man operation has also been 
adopted on the Lyden & Golden division of the Denver 
& Intermountain Railroad, and on the Fifth Avenue 
line, serving an exclusive residential section of the city. 

It has been general practice to increase the service 
up to 25 per cent in the number of cars when one-man 
operation is commenced. Approximately 40 per cent of 
the cars now in service are of the one-man type. Ex- 
perience has shown that schedules are maintained as 
well as, or in some cases even better than, with two 
men. Operation by one man has not been found a 
handicap to carrying out the general policy of speeding 
up service on the entire property. Average schedule 
speeds are now approximately 10.4 m.p.h., including all 
layovers, dead time and stopping time. This also in- 
cludes trailer operation during the rush hours. 

On one-man city cars the practice is to have the 
passengers enter at the front and leave at the center 
of the car. This “circulating type” of construction 
has been found to give such rapid loading and unload- 
ing of the one-man cars as to have permitted a general 
increase in schedule speeds. On one-man interurban 
cars the exit and entrance are both at the front end. 
This is necessary for the collection of zone fares. The 
custom is to collect the city fare when the passenger 
boards the car and when he alights from the car to 
collect the proper interurban fare, which is based on 
the distance the passenger rides. Inbound to the city, 
the passenger pays the interurban fare on entering 
the car and is hat checked to intermediate points if 
he is not riding all the way into the city. The city 
fare is then paid upon leaving the car. 
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The success with which the general program of in- 
creasing schedule speed has been carried out in Denver 
is strikingly illustrated in the accompanying tabulation: 


AVERAGE SCHEDULE SPEEDS ON ALL LINES IN DENVER 
Schedule Speeds 


-p-h 
oe dieemorni me iecaetn otras ad aa cee aye teetare os 9.66 
EO Ui erm cereRetecay Ste leaks» col enelakuh's ru aro 9.63 
OF OLS Se oR Passo tee aa. aia kate Toa 9.40 
VO LU ear vansrexcalatcetenn sri aie ake Ae eo 8 9.03 
LO 2a cheat Sere ne cherite e *9.90 
LO 22ora ns ee tend naw oe oat Raive. AO 10:30 
UO 2B o caben amare Mite Pre vencr ota es tas veoreiee 10.29 
PS ec octal Aes Stach MONS 5 OE MOL PaC arene 10.40-10.50 


*New men after strike. 


Some of the older, double-truck cars, which were 
formerly operated with two men, have been rebuilt for 
one-man operation. These cars are built of wood with 
concave-convex side panels. Motor and truck equipment 
was in fairly good condition, but the side panels, body 
floors and other parts of the structure in some cases 
required attention. Consequently, the wood panels 
were removed, necessary repairs were made to wood 
posts, new floors laid where needed and the entire body 
overhauled. The former wood panels were replaced 
with Haskelite. This material was used to add strength 
to the side structure. 

Pneumatic door equipment and full safety car devices 
were installed on the cars, and body changes necessary 
for the construction of a single-exit door at the center 
were made. The finished appearance of the interior of 
these cars is shown in the accompanying illustration. 


Two-Sided Car Window Cards Used 


in Chattanooga 


N THE merchandising of the trolley service and of 
the electric power service in Chattanooga, Tenn., the 
Tennessee Electric Power Company utilizes a part of the 
window openings in the manner illustrated. Cards are 
mounted in alternate windows and, being narrow (not 


Car-Card Holder Used to Advertise Railway and Power Service 
in Chattanooga 


more than 9 in. wide) they do not prevent the use of the 
windows for their primary purposes, permitting the 
passengers to enjoy the view outside and admitting light 
to the interior of the car. The card face presented to the 
interior of the car carries an individual advertisement, 
while the side facing the street carries one or. two words 
of a legend which extends from end to end of the car. 
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The fixture for holding the card consists of a metal 
strip at top and bottom, spanning from casing to casing 
and bent over to form a groove. Its width is about 
1 in. The two strips are joined near each end by flat 
vertical pieces of metal 14 in. wide. Steel springs 2 in. 
wide slip into the grooves and hold the cards in place. 


Side Cars Reduce Package Freight Costs 


N CONNECTION with its package freight service 

the Hydro-Electric Railways, which operates an inter- 
urban service out of Toronto, Canada, has recently 
installed a system of pick-up and delivery service by 
motorcycles with side cars. These are used principally 
for the long hauls on the outskirts of the cartage area 
served by the railway. According to W. R. Robertson, 
general superintendent, a motorcycle with side car will 
handle up to 1,000 lb. of packages and make 75 miles 
per day on 13 gal. gasoline and 4 pint of oil. The 
average weight of packages handled by one of the cars 
is 5,000 lb. per day. The side cars have been found of 
particular advantage in getting around traffic block- 
ades, and are able to make better speed than standard 
trucks. While considerable snow has already been 
encountered, no more difficulty has been experienced 
with the side cars than with ordinary motor trucks. 

Previous to installing the new service which is given 
with three side-car motorcycles, the railway was oper- 
ating as many as 10 gasoline trucks, each of which 
was making an average of 28 miles per day. It has been 
found possible to reduce this number, making a total 
of seven vehicles for the improved service. 


Gasoline-Driven Car Float 


Effects Economy” 


MONG the physical difficulties encountered along 

the route of the San Francisco-Sacramento Rail- 
road are 1 mile of 43 per cent grade, a single trestle 
13,571 ft. in length, a tunnel 3,500 ft. long and the 
presence of Suisun Bay in the middle of the route. 
All trains, both freight and passenger, have to be taken 
across this body of water on car floats. For this pur- 
pose steam-operated floats were formerly used, but 
~ *This article is based on material included in the brief sub- 


mitted to the Charles A. Coffin Prize Committee of the American 
Electric Railway Association by the company named. 
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the company has lately built a gasoline-driven ferry. 

This boat was designed and built by the railway and 
its operation shows a considerable saving over the for- 
mer steam floats. In the case of the latter it is necessary 
for steam pressure to be maintained continuously dur- 
ing 24 hours of the day in order to give day and night 
service. With the gasoline-driven car float the engine 
is shut off as soon as the boat has docked. The saving 
accomplished is considerable because the trip across 
the bay consumes only 10 miffutes and the layover is 
approximately 1 hour. 

For the convenience of passengers a dining room is 
operated on this boat and the deck has been built up 
to the level of the top of the rail so that passengers can 
walk around and enjoy the trip. 


m_ 


Snow Renewal in the Smaller City 
YoRK RAILWAYS 
YORK, PAS Jante2t.. 1925: 


To the Editor: 

I have read with much interest your editorial in 
the issue of Jan. 24 entitled “Must the Railway Remove 
Snow from the Whole Street?” 

Snow conditions as outlined therein are prevalent 
in this community and have resulted in slowing up our 
service considerably. However, notwithstanding the 
effect on service since the first heavy fall of snow this 
month, we have shown a considerable increase in rail- 
way revenue, due to the fact that, at least, some of the 
private automobiles have been parked in the garage 
until streets and roads are again in normal condition. 

I estimate for the month of January a 73 per cent 
increase in railway revenue as compared with the same 
month in 1924, due almost entirely to the recent snow- 
storms. Previous to the snow, we were showing de- 
creases each day. 

In this city, if we should clear the snow from the 
sides of the streets on which we operate, it would result 
in increased expense and decreased revenue, as we 
would be providing additional roadway for automobiles. 

J. E. WAYNE, 


Vice-President and General Manager. 


All Trains of the San Francisco-Sacramento Railroad Cross Suisun Bay on this Gasoline- Driven Car Float 
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Association News & Discussions 


New England Club Discusses Car Weights 


Savings in Operating Cost Due to Weight Reduction, Use of 
Gas-Electric Buses and Pulverized Fuel Fill Program 


HE Feb. 5 meeting of the New 

England Street Railway Club was 
devoted to rolling stock and power 
plant topics, the principal speakers 
being John Lindall, superintendent roll- 
ing stock and shops, Boston Elevated 
Railway, on “Weight Carrying Costs”; 
J. C. Thirlwall, railway department, 
General Electric Company, on ‘“Gaso- 
line-Electric Buses,” and W. C. Slade, 
vice-president United Electric Rail- 
ways, Providence, R. I., on “The Pul- 
verized Coal Installation of the Man- 
chester Street Station in Providence.” 
President T. H. Kendrigan occupied the 
chair, and the usual afternoon meeting, 
dinner and evening session were held at 
the Copley-Plaza Hotel. J. A. Queeney, 
president Philadelphia Rural Transit 
Company, gave an informal address 
on the gas-electric motor bus problem 
at Philadelphia, and Charles C. Peirce 
of the General Electric Company, Bos- 
ton, outlined the changing conditions 
in equipment which traction men have 
met during the past decade and made 
a plea for open-minded consideration 
of future methods of public transporta- 
tion in urban and suburban territory. 

Mr. Lindall reviewed a comprehensive 
study of the cost of dead-weight haul- 
age made by him a few months ago and 
summarized in ELECTRIC RAILWAY 
JOURNAL, issue of July 26, 1924. Fol- 
lowing the presentation of these fig- 
ures, E. P. Locke, engineer of car de- 
sign Boston Elevated Railway, described 
the analysis of the East Boston Tunnel 
ear design which preceded the build- 
ing of these rolling stock units, in 
which a total saving of about 10,000 
“Ib. per car was achieved. These cars 
were described in this paper for Aug. 
23, 1924. In passing it may be re- 
called that weight reduction was se- 
cured among other ways by the use 
of outside doors and a wall of one 
thickness, by special floor construction, 
by using a semi-arch type of roof and 
equipping the cars for one-end opera- 
tion each and in trains. It is estimated 
that the additional cost of hauling cars 
in tunnel service would have been 
$108,000 per year had they been de- 
signed along the general lines of the 
previous Boston Elevated rapid tran- 
sit cars. 

Mr. Thirlwall said that figures made 
by his company agreed with Mr. Lin- 
dall’s on the cost of weight haulage. 
For city service a fair average of 150 
watt-hours per ton-mile is acceptable 
at the direct-current bus. A car run- 
ning 36,000 miles per year thus con- 
sumes 5,400 kw.-hr. per ton (d.c.) per 
year. Maintenance may be 0.2 cent 
per ton-mile. Computing the power 


cost at $81 per ton per year and the 
maintenance at $72 per ton per year 
the total is roughly $150. Modern 
street cars have a first cost of about 
$800 per ton. One ton of car weight 
calls for the equivalent of 2-kw. capac- 
ity in generating plant and substation. 

R. D. Hood, Haverhill, Mass., esti- 
mated that when maintenance costs 
reach 10 cents per car-mile, it is time 
seriously to consider retiring the roll- 
ing stock. 


OPERATING RESULTS WITH LIGHT CARS 


A. J. Boardman, manager Brockton 
division Eastern Massachusetts Street 
Railway, said that in his opinion the 
one factor that stands between the 
street railways and prosperity is excess 
and unnecessary weight of cars. In 


The decrease in energy consumption 
with the light-weight equipment is not 
always accomplished unless the light- 
weight cars are put into the service for 
which they are designed and geared. It 
was found on one line of the Eastern 
Massachusetts that when a_ light- 
weight, double-truck car of 16 tons was 
substituted for a standard 21-ton 
double-truck car, both operating on the 
standard schedule with the same num- 
ber of stops per mile and the same gear 
ratio, there was a saving of only 5 per 
cent in energy. Using a_ properly 
geared light-weight car on the same 
route, the saving in energy consumption 
over the heavy double-truck car was 
approximately 19 per cent on a few 
trips, and would probably be greater 
still over a fair period of time. 

A study of another line showed that 
the substitution of a light-weight 
double-truck car for a_ standard 
double-truck car with the same gear 
ratio would save on this route with a 
schedule of 197,467 car-miles $1,760 per 


INCREASE IN SINGL 


Single Per Double Per 

Truck Cent Truck Cent 
1920..°. 265,635 10 2,288,603 90 
1921.... 598,277 26 1,692,778 74 
1922... . 549,033 24.7 1,490,231* 65 
1923.2... 437,666 19.8 998,190* 45 
1924.... 508,366 24.2 @ 785,576* 38 


E-TRUCK MILEAGE 


Light- Per Cent 
Weight Light- 
Doubie Per Weight 
Truck Cent Total Cars 
Paras 0 2,554,238 10 
Navteaesy 0 2,300,945 26 
259,250* Ads 2,298,414 36 
775,625 * 35 2,211,481 54 
775,625* 38 2,069,567 62 


*Hstimated. 


1917 the standard semi-steel double- 
truck car on his property weighed 900 
lb. per seat. The so-called light-weight 
car weighs 685 lb. per seat and the 
Birney car 530 lb. per seat. The Twin 
City experimental light-weight double- 
truck car weighs 375 lb. per seat. 

The bearing of equipment weights on 
power consumption is shown by the fol- 
lowing figures: 

The direct-current kilowatt-hours per 
car-mile of the Brockton division of the 
Eastern Massachusetts for the past 5 
years was: In 1920, 4.76; 1921, 3.699; 
1922, 3.879; 1928, 3.80; 1924, 3.52—a 
reduction in 5 years of 1.24 kw.-hr per 
car-mile, or of 26 per cent. Had the 
company operated in 1924 at 4.76 kw.- 
hr. per car-mile, the power charge in 
the Brockton district would have been 
increased last year by $45,422 at a rate 
of 1.77 cents per kw.-hr. According to 
Mr. Boardman this decrease is due to 
(1) modern light-weight equipment; 
and (2) better track return by welding 
and bonding. The reduction in pas- 
senger car weight has been due (a) to 
the use of the Birney type safety car, 
and (b) to the use of double-truck cars 
weighing about 32,000 lb. against 42,- 
000 Ib. for the standard double-truck 
ear. The increase of the mileage of the 
Birney cars and the light-weight, 
double-truck cars has been from zero 
in 1920 to about 62 per cent in 1924, 


year in energy alone. The schedule 
speed is 15 m.p.h. 

Again the company was operating 
double-truck, light-weight cars on a 
city and suburban line with a schedule 
speed of 9.5 m.p.h. Business fell off 
on account of industrial conditions, and 
these cars were replaced with standard 
Birneys. The light-weight, double- 
truck cars were put on another line 
with a schedule speed of 12.5 m.p.h. and 
they maintained this without difficulty. 
Temperature readings of the motors 
were satisfactory and it was also found 
that these cars could be operated on the 
route nine months in the year with a 
material saving in energy; for the 
other three months a heavier type of 
car was needed on account of the need 
for better traction to surmount grades 
and to fight snow. 

Frequent use of single-truck Birney 
cars is made wherever traffic and serv- 
ice conditions warrant, care being taken 
to avoid overcrowding. If there is 
overcrowding the saving in power is 
offset by popular prejudice against 
this type of car. By service checks it 
is possible accurately to determine 
when to use these cars. It has been 
found that the seasonable variation in 
their mileage from summer to winter 
on the Eastern Massachusetts is as high 
as 260 per cent, the maximum use of 
these cars being in summer. 
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F. B. Walker, chief engineer main- 
tenance of way Eastern Massachusetts 
Street Railway, Boston, pointed out 
that Massachusetts is assessing the 
electric railways a high proportion of 
bridge rebuilding costs, figuring these 
on a theoretical 100,000 Ib. car used for 
computation purpose by the Depart- 
ment of Public Utilities. This alloca- 
tion should be successfully disputed 
with the advent of light-weight cars. 


Gas-ELEcTRIC BusES DISCUSSED 

In discussing the gas-electric bus 
problem, Mr. Queeney said that the ap- 
proach was through the inquiry as to 
what could be done in order to carry 
the maximum number of passengers, 
regardless of the type of motive power 
involved. Last year New York taxi- 
cabs earned $25,000,000 more than all 
the street cars of the metropolis. He 
outlined the study which led to the 
selection of gas-electric as against 
straight gasoline motor drive: It is 
expected that there will be economies 
in running gear maintenance and that 
faster and more comfortable schedules 
will be secured by the gas-electric bus. 
There have been 125 double-deck buses 
of this type purchased for the Phila- 
delphia company (capacity 66 passen- 
gers) and 75 single-deckers holding 33 
passengers each. The street railway 
man who goes into the bus field must 
be prepared for a surprise in the in- 
creased cost of maintenance compared 
with electric car service. 

An abstract of Mr. Slade’s paper will 
appear in a later issue. - 


Association Secretaries Meet 


HE annual meeting of the Asso- 

ciation of Public Utility Secretaries 
was held on Feb. 9 at St. Louis. Dis- 
cussion of ways and means of increas- 
ing the effectiveness of utility asso- 
ciation work constituted the business 
transacted. The following subjects 
were discussed: 

“Committee Organization and Work,” 
D. L. Gaskill, Ohio; “Section Meetings 
Within State Associations,” J. N. 
Cadby, Wisconsin; “Entertainment at 
Conventions,” R. V. Prather, Illinois, 
and F. D. Beardslee, Missouri; “Pro- 
gram Materials and Arrrangements,” 
K. R. Noyes, American Gas Associa- 
tion; “The Extent to Which Organiza- 
tion Should Be Carried,” H. M. Davis, 
Wisconsin, and H. L. Jones, Kansas, 
and. “Bulletins and Publication,” J. W. 
Colton, editor Aera. 

Following the exchange of ideas, 
Secretary E. N. Willis of the South- 
western ‘ Association was re-elected 
president and J. N. Cadby of the Wis- 
consin Association, secretary. 


Bluff Point Selected for 
New York State Meeting 


LUFF POINT, N. Y., on Lake 
Champlain, has been selected by the 
executive committee of the New York 
_Electric Railway Association as the 
place of its annual meeting. 

In view of the importance of the 
subjects confronting the industry today 
and the interest shown at previous 
meetings it was decided to hold a 2-day 
meeting on June 26 and 27. : 

Further details regarding the pro- 
gram will be published later. 


Overhead Line Material 
Standardization 


CONFERENCE on the unification 

of overhead line materials was held 
at New York on Jan. 13, representatives 
of nineteen interested organizations 
being present. 

The conference recommended by 
unanimous action that an extensive 
program on the unification of overhead 
line materials go forward, under the 
procedure of the American Engineering 
Standards Committee. It was decided 
that the work should include cruss-arms, 
pins, pole steps, brackets and molding; 
pole line hardware, including such 
items as anchor rods, bolts and lag 
screws, brackets, cross-arm braces, guy 
fittings, pins and strand for suspension 
and guying, and strain insulators, 
spools, knobs, etc. 

There was an extended discussion as 
to whether work on insulations should 
be limited to low-voltage material or 
whether the other important types of 
insulators should be included. A small 
committee appointed to formulate def- 
inite recommendations reported the fol- 
lowing recommendations, which were 
unanimously approved: 

Certain classes of insulators have reached 
a stage of development which seems to 
warrant standardization; others ean be 
standardized as to certain important dimen- 
sions; still others are in a development 
stage which makes attempted standardiza- 
tion, other than along the broadest of lines, 
of questionable wisdom. 

It is recommended that standardization 
in this general field be undertaken to such 
an extent as the facts developed by a sub- 
committee, or such other agency assigned 
to this work, may seem to warrant. 

Of the other types, strain insulators for 
low potentials, spools, knobs, eic., which are 
used in common by the several branches, 
sterdardization is recommended. 

The conference agreed that the work 
should include nomenclature, material 
specifications and dimensional data. 

The following committee, advisory to 
the A.E.S.C. in the organization of 
the work, was appointed: R. F. Hos- 
ford, American Telephone & Telegraph 
Company, chairman; Alexander Max- 
well, National Electric Light Associa- 
tion; G. C. Hecker, American Electric 
Railway Association; C. C. Beck, Asso- 
ciated Manufacturers of Electrical Sup- 
plies; J. C. Johnson, Telephone Section, 
and George Eisenhauer, Electrical Sec- 
tion, American Railway Association. 

An important part of this committee’s 
werk will be a recommendation on the 
question of sponsorship. All interested 
groups will participate in the work 
through representation on one or more 
sectional committees which will be set 
up for the work. . 

C. _E. Skinner, 
A.E.S.C., acted as 
conference. 


Oklahoma Convention Will Be 
Held March 10-12 


NUMBER of well-known public 

utility executives will address the 
seventh annual convention of the Okla- 
homa Utilities Association, to be held 
at Oklahoma City, March 10, 11 and-12. 
“Community -Transportation” will be 
the subject of a paper by F. R. Coates, 
of Henry L. Doherty & Company, New 
York. M. H. Aylesworth, managing 
director National Electric Light Asso- 
ciation, New York; Miss R. E. McKee, 
national chairman Women’s Public In- 


chairman of the 
chairman of the 


Vol. 65, No. 7 


formation Committee of the N.E.L.A.; 
W. S. Vivian, director of public rela- 
tions Middle West Utilities Company, 
Chicago, and John C. Hall, St. Louis, 
are among the other speakers. 


Tikinois Association Meets 
March 18-19 


HE Illinois Electric Railway Asso- 

ciation will hold a joint convention 
with the Hlinois Electric Association 
and the Illinois Gas Association at the 
Sherman Hotel, Chicago, March 18 
and 19. 

As announced by Secretary R:. V. 
Prather, there will be a joint session 
during the morning of each day, and 
separate meetings of the gas, electric 
and electric railway associations in the 
afternoons. The annual banquet will be 
held on Wednesday night. 

Two new features of this convention 
will be a group luncheon on Wednesday, 
at which time tables will be arranged 
for executives, accountants, engineers, 
etc., and a utility advertising exhibit. 

The program of the electric railway 
sessions follow: 


March 19, 1:30 P.M. 

“Merchandising Electric Railroad Trans- 
portation,” by D. W_ Snyder, Jr., vice-presi- 
dent Illinois Traction System, Springfield ; 
J. F. Egolf, general manager Aurora, Elgin 
& Fox River Electric Company, Aurora; 
John J. Moran, commercial manager Chi- 
cago Rapid Transit Company, Chicago. ~ 

“Bus Transportation.” 

1. “As Replacing Railway Operation,” 
by C. G. Moore, general manager and pur- 
one agent Plainfield & Joliet Railroad, 

oliet. 

2. “As a Feeder to Electric Railway 
Operation,” by . W. Arnold, manager 
motor coach department Chicago, North 
Shore & Milwaukee Railroad. Milwaukee. 

3. “Joint Service,” by M. L. Harry, divi- 
sion manager Mlinois Power & Light Cor- 
poration, Decatur. 


March 18, 1:30 P.M. 


“Maintenance.” 

1. “Equipment.” 

2. “Overhead Construction,” by F. V. 
Skelley, superintendent Tri-City Railway, 
Rock Island. 

3. “Track,” by J. I_Catherman, engineer 
maintenance of way Illinois Traction Sys- 
tem, Springfield. = 

“Safety and Insurance,” by C. B. Scott, 
Bureau of Safety, Chicago. 

“General Discussion of Railway Prob- 
lems,” by J. R. Blackhaill, J. H. McClure, 
R. F. Palmblade, George A. Mills, W. H. 
Sawyer, F. E. Fisher, W. C. Sparks and 
W. L. Arnold. 


Locomotive Motor Design 
Discussed by A.].E.E. 


ACTORS affecting the design of 
direct-current motors for locomo- 
tives were discussed by Ralph ~E. 
Ferris, Westinghouse Electric & Manu- 
facturing Company, in a paper pre- 
sented at the midwinter convention of 
the American Institute of Electrical 
Engineers at New York on Feb. 9-12. 
A compafison was made between dif- 
ferent types of motor mounting, as re- 
gards the amount of power which may 
be developed in the available space 
with direct-current motors. The com- 
parisons are largely qualitative, the 
author states, but within reasonable 
limits they may also be considered 
quantitative. Designs for 1,000 volts 
and 3,000 volts only were considered, 
although the same principles are 
stated to be applicable to other 
voltages. 
The various factors are taken up in 
a mathematical discussion, which covers 
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the effect of various limitations which 
were imposed by the conditions of 
track, method of motor mounting and 
output. 

The output factor increases, in gen- 
eral, with increase of armature diam- 
eter, the relation being quite compli- 
cated. There is a real limit to the 
amount of power which may be placed 
between the wheels with an axle mount- 
ing, regardless of wheel size. For- 
tunately, this limit is sufficiently high 
to permit of a fairly heavy axle load- 
ing with speeds of between 15 m.p.h. 
and 20 m.p.h. This, coupled with the 
simplicity of drive and ruggedness of 
motor construction, place the combina- 
tion well toward the front as a solution 
of the d.c. heavy traction problem. 
With quill drive it is found desirable 
to have somewhat more clearance be- 
tween the wheel flange and the end 
housing of the motor than in axle 
mounting. Otherwise the proportions 
of space are the same and, therefore, 
the curves of output will be approxi- 
mately the same as those for axle 
mounting. The quill drive does, how- 
ever, permit the use of a twin motor 
construction and thus, unless limited 
by the drive, gives twice the power 


per axle as with an axle-hung motor. 
In the case of frame-mounted motors, 
with side rod or gear and side rod drive, 
if the motor is made self-contained, so 
that it may be lifted out of the loco- 
motive frame complete, there will be 
less room available for active material 
than if the armature bearings are 
mounted in the side frame of the loco- 
motive and end housings are omitted. 

In his conclusions, the author states 
that axle-mounted, direct-current mo- 
tors may be built which have sufficient 
power to permit fairly heavy axle load- 
ings. Quill drive d.c. motors may be 
built, of which the power per axle will 
probably be limited by the method of 
transmitting power to the wheels rather 
than by the motors themselves. On 
the contrary, d.c. motors for side-rod 
or gear and side-rod drive may be built 
to develop practically any desired 
power. Gearless motors may be built 
which have sufficient power for com- 
paratively light axle loadings, this light 
loading necessitating a larger number 
of axles for a given locomotive rating 
than would otherwise be used. A lower- 
voltage motor has a definite advan- 
tage in possibilities of greater output 
for a given armature diameter. 


Za : 


American Association News 


Coffin Prize Conditions Changed 


HE Charles A. Coffin Prize Com- 

mittee of the American Electric 
Railway Association, consisting of 
President J. N. Shannahan, James H. 
McGraw and F. R. Coates, has recently 
sent out a circular letter describing the 
terms of the 1925 contest. 

Under the terms of the Charles A. 
Coffin Foundation this award is given 
annually to the electric railway com- 
pany within the United States which 
during the year has made distinguished 
contribution to the development of elec- 
tric railway transportation for the con- 
venience of the public and the benefit of 
the industry. The award consists of a 
gold medal for the winning company 
and $1,000 which is given to the com- 
pany’s employees’ benefit association or 
similar organization. 

Inasmuch as there has been some 
change in the form of the measuring 
stick which the committee will use in 
determining the winner, the factors 
used are given below in full: > 

1. The success in gaining public good 
will as indicated by the initiative, skill 
and enterprise manifested in popular- 
izing electric railway service — more 
riders and more revenue. ts 

2. The economies which ~had been 
introduced in operation resulting from 
original ideas, as well as the extent to 
which the company has taken advan- 
tage of new developments in operating 
and maintenance practice and equip- 
ment originating with others. 

3. Improvements in construction 
practice which have resulted in reduced 
first cost, reduced maintenance, or 
greater reliability of service. 

4. Particular success in conducting a 
safety program and actually reducing 


the number and seriousness of acci- 
dents. 

5. Outstanding accomplishment in 
development of good relations between 
management and employees. 

6. Special accomplishment in finan- 
cing, which reduces the cost of new 
capital, such as the distribution of 
securities among customers and em- 
ployees, rearrangement of the financial 
structure, etc. 

All participants are requested to 
present financial and operating state- 
ments on a unit basis covering the 
period of the last 12 months available 
in comparison with the previous 12 
months, or for a period of years (rev- 
enues, expenses, taxes, fixed charges 
traffic and mileage figures, shown in 
accordance with A.E.R.A. detail classi- 
fication, all of which, if desired, will be 
considered confidential). 

The preference of the committee is 
that all presentations be made on stand- 


ard typewritten sheets and accompanied 


by such supporting figures and draw- 
ings as may be required. All presenta- 
tions must be in the hands of the com- 
mittee by Aug. 1, 1925, and companies 
are requested to limit their accomplish- 
ments as far as possible to those occur- 
ring in the year ending as nearly as 
possible with this date. However, any 
accomplishment extending over a period 
of years and reaching its fruition in this 
period will be considered by the com- 
mittee as relevant. The committee 
requests that each presentation be 
made in such form that it may be re- 
tained as the property of the associa- 
tion and that consent be given to its 
publication either in whole or in part 
with the name of the company, except 
such as may be marked confidential, 


whether the 
award or not. 

The presentations made in the year 
1923 were printed in bound book form, 
which has had the widest possible dis- 
tribution throughout the country and 
has been received everywhere as tan- 
gible evidence of the progress of the in- 
dustry. The 1924 presentations are 
now in the course of preparation for- 
printing in similar book form, as the 
committee desires to perpetuate this 
record of the industry’s - accomplish- 
ments. 

The announcement of the award will 
be made at the annual convention of 
the association in October, 1925. Pres- 
entations should be addressed to the 
Charles A. Coffin Committee of the 
American Electric Railway Association, 
292 Madison Avenue, New York City, 
N-DY. 


company receives the 


Engineering Symbols 


MEETING of the special committee 

on engineering symbols was held 
at association headquarters, New York, 
on Feb. 2. Members present were 
H. R. Stamm, chairman; R. C. Cram, 
H. W. Codding and C. W. Squier. The 
work of previous committees in pre- 
paring engineering symbols was gone 
over and it was decided that the work 
of the 1925 committee should include 
the preparation of all engineering sym- 
bols which are applicable to the electric 
railway industry. 

The various types of symbols were 
divided into sx groups as follows: (1) 
Topographical, (2) buildings and 
structures, (8) electrical, (4) railroad, 
(5) mathematical, (6) mechanical 
equipment. 

Assignments were made to various 
members of the committee to work up 
symbols in each group. 


Metropolitan Section Grows 


T THE meeting of the Metropolitan 

Section of the American Electric 
Railway Association held at the Engi- 
neering Societies Building, New York 
City, on Feb. 6, announcement was 
made by President W. E. Thompson 
that the membership had reached a 
total of 796, an increase of 25 since the 
last meeting. Before adjournment the 
total had swelled further to more than 
800. 

The technical papers presented at the 
meeting included one on power gen- 
eration in the metropolitan district by 
J. H. Williams, assistant engineer mo- 
tive power department, Interborough 
Rapid Transit Company, and one on 
power conversion and distribution by 


W. O. Wentworth, engineer transmis- 
sion department, New York Central 
Lines. 


According to Mr. Williams the elec- 
trical output in the metropolitan dis- 
trict is now 6,200,000,000 kw.-hr. an- 
nually, being 11 per cent of the total 
output of the entire United States. 

Discussing the paper H. D. Shefiin of 
the Westinghouse Electric & Manu- 
facturing Company stated that the 
coal rate for energy generated in the 
metropolitan district can be reduced by 
installation of larger units utilizing 
higher steam pressures. and tempera- 
tures, and by the elimination of small 
isolated plants. 
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BLOCK SIGNAL FAILURES, INTERURBAN LINES OF THE 
PORTLAND ELECTRIC POWER COMPANY, 1921-24 


Portland Signal Failures 


a? 


Number of miles of track blocked: 1921 1922 1923 1924 
Decrease a copmene: ee ah a oH o 
umber of blocks 
By H. J. CHARTERS Number of signals:..........+.+% 40 40 4] 4] 
Portland Electric Power Company, Total movement of signals........ 843,464 991,082 991,082 991,082 
Portland, Ore. Average movement per block...... 42,173 49,554 49,554 49,554 
Average daily movement per block. 138 136 136 136 
HE number of operations per Number of movements per failure.. 7,148 13,393 9,103 17,088 
failure of the block signals on ANALYSIS OF FAILURES 
the interurban lines of the Portland 1921— = 1922- 1923-— 1924—— 
. rr. er er er er 
Electric Power Company at Port- Number Gon, Number ggu, Number Gen, Number Gent 
: i arly. LOO line wirestee reheat. ores 5 4 5 7 6 5.56 0 - Fonece 
land, Ore., has increased nearly ; Switch and pole wiring...............- 2 2 3 4 12 1.11 3 5.1 
per cent, as shown by the annual sig-  Blownfuses...................200--. 7 6 3 4 15 13.89 5 8.62 
. Directionalrelayarn oes weit vc eee e 29 25 22 30 34 31.48 16 27.59 
nal report for 1924. During the past.) sienaroupless ees oc CER 1 1 ee tn 
year 17,088 movements of the signals QoM8CtOFSivsss rr ‘ Spl wee i 17:34 
j , Mistellaneousseccmmets oe on erect 6 ] 1 oe aaah ots ? 
occurred ays nerd past ane No trouble FOUN Mme pT eer cas oe 11 9 | 15 : 6 5.56 6 10.34 
or : = _—- —— 
bj ponerse tee ae See 2 Totaliey Reet 6 sone late _ 117 100.00 74 100.00 108 100.00 58 100.00 


[See ELECTRIC RAILWAY JOURNAL 
for April 12, 1924, page 588.—Ed.] 

But one failure of the actual sig- 
nal mechanism of the Type G-1l 
United States signals in use on this 


SIGNAL FAILURES BY MONTHS AND YEARS 


1921 1922 1923 1924 

JAMUALYS ceases x ae 6 22 2 
Februarv...:...... Be 5 10 3 
Marchesini. ein: 10 3 13 5 
PATTI, Meeioemay sie 13 8 8 5 
May. 17 4 8 4 
June. 9 15 16 10 
BST a Aina ier ache 16 8 6 8 
AU SUSEs cite cealek. 12 i 8 5 
September........ 8 1 4 3: 
October...... 6 8 2 7 
November........ 16 6 6 i 
December........ 10 9 5) 5 

Motalisacerwwe 117 74 108 58 


road took place. This failure was 
caused by moisture corroding the 
winding on a semaphore coil, which 
could not be seen by the maintainer 
and which eventually caused an open 
circuit. While no indication could 
be received under this condition, 
complete protection was afforded as 
the relay governing the signals was 
set to protect the train entering the 
block; hence an opposing train could 
not receive a clear indication from 

Decrease in the proportion of con- 
the other end. 
tactor failures is to be noted in the 
report, although during December 
the.coldest weather in 50 years was 
experienced in this locality. Fail- 
ures from blown fuses also decreased 
during the year, principally due to 
the absence of electrical storms. The 
manufacturers recently increased 
the size of the fuses in this type of 
signal from 2 amp. to 5 amp., but no 
changes have been made by this com- 
pany as the smaller fuse gives satis- 
factory results. 

Directional relay and contactor 


troubles continue to be the main 
source of interruptions, although dur- 
ing the year different types of con- 
tactors were tried without much 
success. 

No. 5 contactor switch failures in- 
creased considerably during the 
period due to a shortening of the 
scheduled running time between 
terminals. Under such conditions 
the signals are of more value than 
before, but it is difficult to control 
the speed of trains while passing 
under these contactors. 

No changes were made during the 
year in the number of scheduled 
trains. Therefore the figures for 
average movements remain the same 
as in the two preceding years. 

No additional signals were in- 


stalled on the interurban lines in the 
period, but several betterments were 
made in the form of repeating in- 
dicators so that it might not be nec- 
essary for the motorman to look 
back to see the signal clear as he 
leaves the block when approaching 
stations or obscured crossings. 


Line Truck Used for 
Many Jobs 


N UNUSUALLY well-equipped 

truck is used by the United Rail- 
ways of St. Louis for the mainte- 
nance of overhead and underground 
distribution systems. It is equipped 
with an overhead collapsible tower 
and a full complement of ladders, 
tackle and hand tools. In addition 


: "al . € 
This Line Truck Is Equipped so that It Is Handy for Many Different 
Jobs on the Property 
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to the storage space in the bed of 
the truck body, two long tool boxes 
extend along either side to give addi- 
tional capacity for materials and 
tools, and a locker below the bed 
makes use of the space between the 
rear wheels, and the rear step. 

For underground work, a _ spot- 
light is mounted at the back end in 
such a position that it is convenient 
for lighting up manholes. An ex- 
tension on the hub of one of the rear 
wheels forms a convenient point for 
wrapping a rope, so that by jacking 
up the rear wheel it becomes a very 
effective windlass for pulling in 
underground cables or other similar 
work requiring considerable power. 

A removable snow plow is handy 
for clearing up snow around the 
yards. 


Preventing Freezing of 
Air Pipes 

ONSIDERABLE trouble was ex- 

perienced during the cold winter 
season by freezing of the air lines 
on safety cars of the Northern 
States Power Company, Fargo, N. D. 
A patented device filled with wood 
alcohol was tried with considerable 
success. The suggestion was made 
to pour wood alcohol into the pipes 
on cars not provided with the de- 
vice. This latter method has given 
good satisfaction and has eliminated 
all freezing. 
A oz. of wood alcohol are poured into 
the pipe leading from the double 
check valve to the outside air 
reservoir. The amount of alcohol 
used will vary somewhat with 
weather conditions. The air reser- 
voir is drained whenever new alcohol 
is added, but no draining is per- 
mitted between these intervals. It 
is found that the cost of alcohol 
used in this manner is more than 
justified by the improvement in serv- 
ice resulting from reduced number 
of delays due to frozen air. 


Close Temperature Control 


Insures Good Babbitt Metal 


N ELECTRICALLY heated bab- 
bitt melting pot with thermo- 
static control has been found by the 
Washington Railway & Electric Com- 
pany to be a great improvement over 
older types because it is possible with 
this apparatus to maintain the 
molten babbitt at a certain definite 
temperature. High grade babbitt 
metal can be made almost worthless 
for use in bearings by allowing it to 
become too hot. Similarly, pouring 


About every 5 days - 


This Babbitting Outfit in the Shops of the Washington Railway & Electric Company 
Has a Temperature Range of Only 4 Deg. 


at too low a temperature is not con- 
ducive to good results. In the opin- 
ion of R. D. Voshall, superintendent 
of equipment and buildings, 915 deg. 
F. and 850 deg. F. are limits between 
which it is desirable to do babbitting. 
_ To accomplish this the company 
has installed in its P Street shops a 
Westinghouse electric babbitt pot 


ent Available 


with a Brown pyrometer to regulate 
the temperature. This is set at 900 
deg. F. and is arranged to cut in at 
2 deg. below that or cut out at 2 deg. 
above. The railway has found that 
the use of this apparatus is ena- 
bling it to effect economies in bear- 
ing maintenance that more than off- 
set the cost of the outfit. 


New Equip 


Trolley Base with Roller 
Bearings 


DESIGN of trolley base with 

several interesting features is 
being placed on the market by the 
Ohio Brass Company, Mansfield, 
Ohio. Standard Timken roller bear- 
ings have been embodied in the main 
bearings between the turret and the 
center of the stem casting. Two 
sizes of roller bearings support the 
base. The top one can be lifted off 
with the housing. 

The base is fully bushed through- 
out at wearing parts and the tension 
springs, of which four are used, are 
held on bearing *sleeves and forked 
casting bearings, which are also 
bushed. 

The pole is held in place by twe 


bolted clamps, with a long support 
to provide a firm grip. The pole is 
held in its down position by a latch 


New Type Trolley Base 
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which engages with forked castings. 
The pedestal housing has a solid 
phosphor bronze brush, held against 
the pedestal post by a spring. This 
brush is electrically connected to the 
outside of the housing by a laminated 
copper jumper. The current is thus 
carried through this contact instead 
of through the roller bearings. A 
leather cup washer below the bottom 
bearing acts as a grease seal. The 
base is applicable to both city and 
interurban service. It weighs but 
110 lb. and provides a uniform ten- 
sion, regardless of the height of the 
trolley pole. 


Portable Electric Sander 


NEW type of portable electric 
sanding and grinding machine 
which is said to do hand work at 
machine speed is being placed on the 


New Type of Portable Sander 


market by R. L. Barker & Com- 
pany, Chicago, Ill. The outstanding 
mechanical features include gears 
and ball bearings which are totally 
inclosed in dustproof compartments 
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and run in oil. A universal motor of 
about 4-hp. rating is used for driv- 
ing. This also is mounted in a dust- 
proof compartment. Motors for op- 
erating on either 110 or 220-volt 
circuits can be furnished. 

The drum around which the sand 
or emery paper is clamped is 
dynamically balanced with all parts 
inclosed in the upper housing. The 
base is provided with rollers to guide 
the machine over the work, and the 
depth of cut can be accurately ad- 
justed by means of a screw attach- 
ment underneath one of the handles. 
When the work of sanding or grind- 
ing is finished, a spring raises the 
machine from the work, so as to 
leave no mark. Metal abrasive paper 
can be used and applied in place of 
sandpaper, so that the machine is 
suitable for any kind of flat grind- 
ing as well as sanding. The cover is 
arranged so that all dust is held in 
and does not fly about the shop. The 
machine complete is 9 in. x 10 in. x 
15 in. and weighs 23 lb. 


Low Headroom Hoists’ 


LINE of electric hoists designed 
particularly to operate in loca- 
tions with minimum headroom has 
been placed on the market recently 
by the American Engineering Com- 
pany, Philadelphia, Pa. These hoists 
operate on a monorail with a mini- 


mum free space underneath the beam- 


of from 10 to 15 in., depending on the 
size used. The motor and drum are 
arranged on opposite sides and par- 
allel to the I-beam rail and the load 
block can be drawn up between them 


Gear Side of Hoist Showing the Low Headroom Features 
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into the body of the hoist to within 1 
in. of the bottom of the rail. 

Accessibility of all working parts 
has been given particular consider- 
ation. Outer covers are provided 
which can be removed easily for in- 
spection of parts and the motor can 
be taken out without removing the 
main frame or body of the machine. 
All gears are of drop-forged steel, 
and positive automatic lubrication is 
provided for all bearing parts. 
Hyatt high-duty bearings are used on 
the gear shaft and in the trolley 
wheels. An automatic lowering 
brake, a holding brake and an upper 
limit switch are provided to insure 
safe operation, and the brakes take 
effect instantly so as to stop the load 
without drift. 

The hoist, which is being marketed 
under the trade name of ‘Lo-Hed,” 
is built in capacities of from 1,000 to 
12,000 lb. There are five types, four 
of which are arranged for operation 
from the ground. The fifth type is 
cab-controlled and has a motor- 
driven trolley. 


Improved Snow Scrapers 


WO new types of snow scrapers 

for electric railway cars have 
been designed by the Root Spring 
Scraper Company, Kalamazoo, Mich. 
The No. 8 scraper is an improve- 
ment over the No. 7 and is designed 
particularly for safety cars and other 
types with low bodies. The improve- 
ments include reinforced spring 


Improved Scraper, Type No. 8, with Rein- 
forced Springs and Improved Blades 


wrappers to give added strength for 
removing wet or hard packed snow. 

A new design, type No. 9, has been 
brought out particularly for cars 
with higher bodies than the safety 
car type. The springs are 4 in. 
shorter than those of the No. 8 
scraper. The material in the spring 
is high carbon steel with tungsten 
and other ingredients which, when 
oil tempered and drawn, make them 
tough and prevent crystallization. 

The springs of the scrapers are 
shaped so that they yield when going 
forward or backward, but will not 
turn under the car. 
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The News of the Industry 


Pay Increases Refused 


Employees of San Francisco Municipal 
Property Told Company Is With- 
out Funds—Ordinance to 

¢ Seek Adjustment 


Three groups of employees of the 
San Francisco Municipal Railway, San 
Francisco, Cal., have been refused 
raises in pay by the Board of Public 
Works and the matter is now in the 
hands of the Supervisors, to which 
body all power to change salaries has 
been delegated by a recently adopted 
amendment to the city charter. 

Charles E. Stanton, a member of the 
Board of Public Works, told the rep- 
resentatives of the men at a conference 
held over the pay question: 

“There is no money in the Municipal 
Railway’s operating fund to meet the 
raises you demand.” 

To this F. P. Holling, president of 
the carmen’s union, replied: 

“You have lots of money. 
bookkeeping system.” 

William Nanry of the Board of Mu- 
nicipal Research, supporting Colonel 
Stanton, declared that the proposed in- 
crease would add $296,000 a year to 
the payroll. 

“If these increases are granted,” he 
added, “the road will face an annual 
deficit of from $140,000 to $150,000.” 

Supervisor Rossi, the author of the 
charter amendment standardizing city 
salaries, then asserted that he will pre- 
pare an ordinance for introduction to 
the Board of Supervisors to classify 
municipal railway employees, thus pav- 
ing the way for a salary adjustment. 

The increases asked are as follows: 

Platform men from $5.40 to $6.40 a 
day, car repair men from $6.40 to $7.40 
a day and trackmen from $5.40 to 
$6.40 a day. 


POLITICAL GAREERS IN BALANCE 
The San Francisco Supervisors find 


It’s your 


themselves placed in an embarrassing” 


position. On the one hand, the Super- 
visors are advised by financial experts 
that it will create a deficit and throw 
the finances of the road into chaos if the 
demands are met. On the other hand, 
the Supervisors are faced with the 
problem of a coming election in which 
most of them will be candidates to 
succeed themselves. If they take a stand 
against the men it is possible that the 
labor element will back other candi- 
dates that will pledge more pay to the 
men. Labor, it must be remembered, 
holds the balance of power in San 
Francisco politics. 

_ Another element to be considered is 
the taxpayer. His representatives have 
raised the cry that the road is losing 
money, that it will probably be in 
worse shape soon, with resultant higher 
taxes, and that the only solution of the 
difficulty is an increase in revenues. 
They are advocating a 6-cent fare. 


Meanwhile, there are extensions that 
must be made if the road is to live up 
to its promises and keep up with the 
times. There is seemingly a lack of 
funds to make these extensions. 

While the Supervisors are trying to 
find ways and means to meet the de- 
mands of the men George Lull, the 
city attorney, has been asked to rule 
on the question of the right of the 
Supervisors to take the matters of sal- 
aries out of the hands of the Board 
of Public Works and to decide whether 
or not the new charter amendment 
has been correctly interpreted. 


Bus Regulation in Massachusetts 
Discussed 


Street railways and bus companies 
are before the Massachusetts Legis'a- 
ture over the question of regulation. A 
hearing was held during the week 
ended Feb. 7 on the bill offered by 
Clinton Q. Richmond, general manager 


of the Berkshire Street Railway, to 
require bus lines to secure a certificate 
of convenience and necessity from the 
Department of Public Utilities, in addi- 
tion to holding a license from the local 
city or town authorities. Day Baker, 
chairman of the legislative committee 
of the motor coach committee, offered 
a bill at the hearing which, in sub- 
stance, concedes that the buses should 
be regulated, but places the power of 
regulation with the Department of 
Public Works instead of with the De- 
partment of Public Utilities. Wide dif- 
ferences of opinion are expected to 
develop over the selection of the regu- 
lating body. James M. Swift, counsel 
for the Motor Coach Association of 
New England, seems to reflect the 
feeling that if the right of regulation 
were reposed with the Public Utilities 
Department that body might be con- 
strained so to regulate the buses as 
to make it impossible to expafid in a 
way they deem is their right. 


$603,000,000 Traction Ordinance 
in Chicago 


Purchase Figures for Both the Surface Lines and the Elevated Go Before 
Council—Mr. Insull Discusses with Mayor Sale 
of “L” on Basis of $90,000,000 


MUNICIPAL ownership traction 
ordinance totaling $603,000,000 was 
submitted to the City Council of Chi- 
cago on Feb. 13, with conditions final 
except for the elevated lines terms. In 
a last-minute call on Mayor Dever, 
Samuel Insull consented to reopen nego- 
tiations for the sale of the elevated 
lines with his first definite price offer. 
The sum he fixed was $90,000,000. The 
ordinance as adopted by the traction 
committee carried a tentative price of 
$79,000,000 for the elevated. The ordi- 
nance is subject to referendum in April. 
It provides for the following expendi- 
ture by the city to be met entirely with 
notes: Surface Lines, $163,091,038; 
elevated inside city, $79,000,000; ele- 
vated outside city, $1,200,000; subway 
and extensions to surface lines and ele- 
vated, $360,000,000. There is an op- 
tional plan for additional subway and 
elevated construction by the city if Mr. 
Insull and the city cannot agree on the 
sale of the elevated lines operated by 
the Chicago Rapid Transit Company. 
The fine hand of former Mayor Will- 
iam Hale Thompson, actuating the 
Federation of Labor mouthpiece in the 


' Chicago City Council, had a few days 


before thrown into confusion a traction 
committee meeting, at which Mayor 
Dever presented the price figure for the 
purchase of the Chicago Surface Lines. 
The cardinal purpose—the setting of a 
price limit for negotiating with the 
elevated lines—was frustrated, how- 
ever, and the committee subsequently 


adopted a figure submitted by Major 
R. J. Kelker, Jr., its engineer. 

The Mayor had hardly completed the 
presentation of the surface lines terms 
of $162,000,000 than Alderman Oscar 
Nelson, a political stepchild of Thomp- 
son, adopted to keep the traction ques- 
tion in polities, sprang to his feet with 
questions taken literally from the 
Hearst newspapers. The Mayor strove 
to make himself heard over the babble 
and the pounding of Chairman 
Schwartz’s gavel. The chairman asked 
the Mayor not to answer questions 
directed from outside the committee, 
but the Mayor insisted upon doing so. 
He prefaced his statements with the 
remark that nothing he would say could 
change Nelson anyway, but might help 


. to inform other listeners. 


The questions were typical of Hearst, 
Thompson and Hylan, full of innuendo 
and misstatements. A few hours be- 
fore the meeting the Hearst afternoon 
paper came out with big headlines: 
New Joker Found in Car Plan.” The 
“joker” turned out to be the legal form 
of the referendum proposition for the 
purchase and operation of the lines, 
which is prescribed by state law. -That 
the opposition is based on demagoguery 
is evidenced by the fact that the hostile 
element is as bitter toward the com- 
pany as toward the city and never 
offers a constructive plan to replace 
what it seeks to destroy. 

The Mayor declared the deal whereby 
the city sought to acquire the finest 
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traction system in the country without 
paying a nickel or obligating itself to 
pay a nickel regardless of the success 
or failure of the project was the most 
unusual in the history of finance. If 
the purchase fails, he said, the lines 
will be throwa into federal receivership 
in 1927. 

“Chaos,” he said, “will be at hand. 
Money could not be had and the lines 
would decay. We could not hope to get 
it out of receivership before 1930. 

The Mayor departed when Chairman 
Schwartz told one of the intruding 
Aldermen that he had no time to waste 
on “a silly and insulting fool” and the 
row went on without the presence of 
the chief executive. 


Chestnut Street Tube 
Ordinance Signed 


Mayor Kendrick of Philadelphia, Pa., 
signed on Feb. 2 the ordinance author- 
izing the construction of the Chestnut 
Street surface subway under agree- 
ment between the city and the Phila- 
delphia Rapid Transit Company. In a 
message to Council the Mayor told why 
he had signed the Chestnut Street ordi- 
nance. He quoted a record of ap- 
proval of the subway project even ex- 
tending back to the previous city ad- 
ministration. He explained that every 
dollar of the cost was to be returned to 
the city and said the project eliminated 
expensive proposals to widen the 
thoroughfare. Following the receipt of 
the message Councilman Walter, chair- 
man of the transportation committee, 
moved suspension of the rules to place 
another transit ordinance on third 
reading and final passage. He then 
called up the ordinance granting the 
request of the Philadelphia Rapid 
Transit Company for permission, as 
the city’s partner, to sell $10,000,000 of 
bonds of the issue of 1912 and to in- 
crease the interest from 5 to 6 per 
cent. These bonds have been used 
chiefly as collateral for short-time loans. 

In connection with the bond pro- 
posal Coleman J. Joyce, counsel for 
the company recently explained that 
100 cars and 213 buses were to be pur- 
chased and that the first payment would 
be $1,072,000. Next $60,000 would be 
spent on shop equipment, $128,000 on 
electric equipment and $270,000 on ex- 
tension of track. In addition, $170,000 
would be spent for improvements to 
tracks and other work in connection 
with the city street paving program. 
There would be $1,700,000 as additional 
capital left for other improvements. 


Rerouting and Through 
Routing in Pittsburgh 


In a decision made publie on Feb. 4 
by Chairman Charles A. Findlay of the 
Pittsburgh Traction Conference Board, 
Pittsburgh, Pa., rerouting and through 
routing of cars of the Pittsburgh Rail- 
ways, are authorized for a period of 60 
days. This matter of short routing as 
proposed by the company has been the 
subject of discussion for many weeks. 
The board explains that the schedule 
which it has prepared has been ar- 
ranged to maintain the best possible 
service for the largest number of riders, 
and at the same time to reduce as far 


as possible the number of cars passing 


through the areas of greatest conges- 
tion. 

The report stated that the unprece- 
dented increase in vehicular’ traffic 
during the past few years had made it 
impossible to conduct a satisfactory 
system of transportation over the 
routes now operated in the congested 
section of Pittsburgh, because of in- 
sufficient street area. The opinion said 
that it was not unusual for a car with 
a schedule of 12 or 14 minutes to con- 
sume from 30 to 40 minutes in nego- 
tiating the congested area. 

The rerouting plans offered two ele- 
ments of possible relief: First, the 
introduction of fewer cars in the con- 
gested area of the triangle; and sec- 
ond, rerouting. The report stated that 
the changes involved in the proposed 
plans were advanced as a tentative 
method of meeting difficulties in the 
downtown section. 

Following the announcement by the 
railway officials that the plans would 
be placed in effect “in about a week,” 
the downtown merchants said they 
would “fight to the last ditch” to pre- 
vent the modified short looping plan. 


Petition Filed for Buses 
in Richmond 


The Virginia Railway & Power Com- 
pany has petitioned the Common Coun- 
cil of Richmond, Va., requesting that 
body to adopt an ordinance granting 
the’ company permission to operate 8 
bus routes extending to every section of 
the city and suburbs. The company 
say that if the Council acts promptly it 
is prepared to start its supplemental 
bus service as soon as the equipment 
can be obtained. 

Coincident with the company’s plan 
to obtain an ordinance, announcement 
was made that the Richmond Rapid 
Transit Corporation, an independent 
bus line, would fight to the limit the 
entry of a competitor in the motor 
transportation field. H. V. Godbold, 
vice-president of the corporation, said 
that his company would protest the 
granting of a permit; that he held a 
30-year franchise, and that he stood 
ready to extend bus service to any part 
of the city that the Council might re- 
quire. He said he believed that the 
Council would protect the interests of a 
pos in the local bus transportation 

eld. 

It is the contention of the railway 
that the ordinance requested by it 
would not necessitate any action for 
which the Council has not established a 
precedent. An official of the company 
pointed out that the Council had 
granted the Rapid Transit people per- 
mission to parallel the street car lines 
on Broad Street and that the railway 
company in turn was merely asking the 
right to parallel the bus lines in the 
West End section. 

The railway company emphasized the 
fact that it was offering the public the 
bus-to-street-car transfers which the 
bus corporation was unable to meet. In 
the case of a transfer from a street 
car to a bus the passenger will be re- 
quired to pay the difference of 2 cents 
between the fares. If the plan is 
adopted it is said that it will establish 
a remarkably inclusive transportation 
system, embracing the suburban sec- 
tions of the city. 


Important Improvements in 
Track at Montreal 


Formal announcement has been made 
of some of the new work to be carried 
out by the Montreal Tramways, Mon- 
treal, Que., hinted at in the ELECTRIC 
RAILWAY JORNAL for Jan. 24, page 162. 
Perhaps the principal work in sight 
during the coming season is for the 
relief of congestion in the downtown 
districts. For some time past the com- 
pany had been considering plans to re- 
lieve congestion in the main arteries of 
trade downtown and these plans are 
now being considered by the Montreal 
Tramways Commission, the executive 
committee of the city and the officials 
of the company. : 

A terminal loop will be built around 
the Power Building on Craig Street, so 
that cars from east and west, as well 
as north, will turn around the new loop. 
A sheltered transfer station is to be 
built at this terminus. 

In order to carry out this work, the 
tramway has bought the properties ex- 
tending from the Power Building on 
Craig Street to Cote Street, and also 


-at the northeast corner of St. Urbain 


and Craig for a distance up St. Urbain. 

This will make room for cars to 
run on a loop from St. Urbain to Cote 
Street around the block, all cars on 
this loop stopping at the new covered 
waiting platform which is to be at the 
corner of Cote and Craig Streets, the 
old buildings now at that corner to be 
pulled down. 


Franchise Discussion Revived 
in Columbus, Ohio 


Members of the City Council of 
Columbus, Ohio, recently authorized 
Councilman Henry Worley, head of the 
utilities committee, to reopen negotia- 
tions with the Columbus Railway, 
Power & Light Company, Columbus, 
Ohio, in an effort to obtain a 25-year 
franchise, to become effective upon the 
expiration of the present contract om 
Feb. 1, 1926. 

Representations of the city are 
agreed upon fixing a ticket charge 
based on the actual cost of carrying 
passengers plus a fair return on the 
property value. They also would have 
the rate question readjusted every 5 
years. Another plan is to have pres- 
ent car lines extended according to the 
increase in population as against a 
maximum of 10 miles a year proposed 
by the company in a former meeting. 

It is said that representatives of the 
city favor seeking to require the com- 
pany to continue its former method of 
assisting in the paving of streets in 
which there are tracks by caring for 
the street between the rails as well as 
1 ft. on each side. 


Wages Increased.—P. J. Murphy, 
vice-president and general manager of 
the Lackawanna & Wyoming Valley 
Railroad, Seranton, Pa., known as the 
Laurel Line, recently announced an in- 
crease of 24 cents an hour in the pay 
of trainmen retroactive to Dec. 1, 1924. 
He said that by the terms of the new 
scale the men of the Laural Line would 
receive 69 cents an hour. A number of 
minor changes were made in the work- 
ing conditions. 


im | 
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New Era in Utility Relations 
in Dallas 


Dallas, Tex., has recently been 
through a period of inquiry with 
respect to the need for continuing the 
6-cent fare on the lines of the Dallas 
Railway. The whole proceeding was 
most amicable, and this has led the 
Dallas Dispatch to contrast the present 
situation with the one that existed 10 
years ago. That paper said that those 
who recall the acrimonious days of 10 
years ago when the railway and light 
companies’ affairs were a matter of 
the most intense public interest will 
read of the 6-cent fare hearing with 
interest and satisfaction. As that paper 
saw it, the outstanding feature of the 
inquiry was the frankness and direct- 
ness of Messrs. Hobson, Meriwether, 
Worsham and others intimately con- 
nected/ with the management of the 
railway. The Dispatch said: 

It was quite palpable they were dealing 
with the public’s representatives openly and 
above-board. It is well. The city and the car 
company have the same aims. The city 
wants good service from a profit-making 
street car system. The company wants to 
give it because it knows that that is the 
real way to continued success. The city is 
willing to pay for good service and the com- 
pany perhaps would not take a higher fare 
than 6 cents, even if it could get it. 

The Dallas Dispatch has frequently said 
that the greatest contribution made to the 
development of Dallas in 20 years was the 
settlement of the public utility problems 
started by Henry D. Lindsley as Mayor. 
He lost his political life bringing about the 
present satisfactory conditions, and _ inci- 
dentally Dallas thereby lost its most valu- 
able public servant and citizen. But the 
good that men do lives after them and this 
applies also to Henry D. Lindsley, now a 
resident of New York. 

Another outstanding feature of the in- 
vestigation was the dominance of the city 
of Dallas brought about by the unequaled 
public service of John W. Everman, city 
supervisor of public utilities, and his assist- 
ants. The people, the City Commission 
and, the traction interest equally benefit by 
his demonstrated fitness for his position. 


Approves One-Man Cars 
in Little Rock 


A prctest against the operation of 

one-man cars in Little Rock, Ark., was 
overruled by the Public Utilities Com- 
mittee of the Little Rock City Council 
at a recent meeting. The report of the 
committee on the protest against the 
operation by the Arkansas Central 
Power Company of the lately installed 
one-man safety cars was brief and in 
favor of the use of the new cars. The 
report was adopted by a unanimous 
vote. : 
L. P. Newton, local attorney, rep- 
resenting the protestants, outlined the 
objection to the one-man cars. He 
contended that the use of the cars was 
an inconvenience to the public; that it 
interfered with the enforcement of the 
“Jim Crow” law and that the opera- 
tion placed too much responsibility on 
one man. 

Five motormen who have been oper- 
ating the new cars since they were in- 
stalled Dec. 25, testified that their 
duties were less burdensome than under 
the two-man system; that the schedule 
was being maintained without difficulty, 
and that they had experienced no 
trouble in segregating white and negro 
passengers. 

The report of-the committee said in 
part that after hearing all evidence in- 
troduced by both sides it was of the 
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opinion that, while there was some con- 
fusion and delay during the first few 
days in the operation of the cars, the 
company had eliminated the causes and 
the cars are now being operated on 
schedule. The committee was further 
of the opinion that the company was 
to be commended for its efforts to pro- 
vide the most modern and adequate 
facilities. 


New Idea in Coach Service 


A no-transfer motor coach route from 
the Hill district to the business section 
of the City of Toronto, Ont., is to be 
started in the spring by the Toronto 
Transportation Commission. The serv- 
ice, which will consist of single-deck 
buses run at a 10-cent fare, will tap 
districts where patrons travel in their 
own cars. Heretofore, the bus has been 
used in Toronto merely as a railway 
auxiliary and has provided service on 
outlying routes in Rosedale. The new 
service will, in a sense, compete with 
the T.T.C., but actually it is designed to 
secure traffic which the tramway com- 
pany does not now get at all. D. W. 
Harvey, general manager, said that 
this new service would be self-support- 
ing and its accounts would be kept 
separately from the railway accounts. 
He said the purpose of the new line 
was entirely different from the com- 
pany’s bus activities in the past and 
it was his belief that inasmuch as the 
coaches would serve passengers who 
now use their own cars the downtown 
parking situation would be greatly 
relieved, 


Buses Get Through When 
Railway Suspends 


The New Jersey Interurban Trac- 
tion Company, Washington, N. J., on 
Feb. 7 abandoned efforts to clear its 
line, discharged the men who have been 
shoveling snow and started a bus run- 
ning between Port Colden and Phil- 
lipsburg. Three more buses are to be 
added. Permission will be asked of the 
Public Utilities Commission to extend 
the bus service to Hackettstown, 10 
miles east of Washington, to Oxford 
and to High Bridge. 

The trolley line, 20 miles long, was 
built 380 years ago. The original 
organization, the Easton & Washington 
Traction Company, went into bank- 
ruptey. The road was taken over by ‘he 
Northampton, Easton & Washington 
Traction Company and that in turn was 
superseded by the present corporation. 

The trolley fare was 7 cents for each 
of the seven zones, but the rate will be 
increased to 10 cents on the bus. 


Baltimore-Washington Bus 
Permit Refused 


The Public Service Commission of 
Maryland has refused a permit for the 
establishment of a de luxe bus line be- 
tween Baltimore and Washington. It 
holds that present transportation fa- 
cilities are adequate and that the traffic 
on Washington Boulevard already is 
unduly heavy. The proposed bus line 
would have come into competition with 
the one electric line and the two steam 
railroads operating between the two 
cities. 
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Rates Working Out Satisfactorily 


In its annual report submitted re- 
cently to Governor Silzer the Board of 
Public Utility Commissioners of New 
Jersey said that the rates now charged 
by the Public Service Railway were 
working out to the satisfaction of the 
public and to the advantage of the 
company better than would be the case 
had an attempt been made to overcome 
the deficit by charging a higher basic 
fare. The commission sees no improve- 
ment in the condition of street railway 
lines operating in and between the 
smaller municipalities. This it attrib- 
utes to increases in operating costs, 
development of the bus and the increas- 
ing use of private automobiles. 

The report says it is a matter of 
grave concern that several railways 
have been compelled to abandon fran- 
chises and discontinue service and that 
the largest company, the Public Service 
system, has failed to earn an adequate 
return under a system which the com- 
mission regards best adapted to condi- 
tions under which it operates. 


More Rental Would Mean More 
Development 


Thomas E. Mitten, chairman of the 
board of directors of the Philadelphia 
Rapid Transit Company, Philadelphia, 
Pa., recently offered the city of Frank- 
ford more “L” rental if the money 
were applied to improve land in the 
northeastern part of the city. The 
additional rental of about $110,000 
would begin in 1926 and would be suffi- 
cient to release $13,000,000 of the city’s 
borrowing capacity. The $13,000,000 
represents the city’s investment in the 
construction of the “L.” If these sug- 
gestions are carried out much unim- 
proved land in that section of the city 
will be made available for homesite 
development. An additional rental of 
$110,000 would bring the P. R. T.’s 
annual payment for the “L” to $830,000. 
Its total additional payments during 
the remainder of the life of the 50-year 
bonds issued for the construction of 
the “L’”’ would be about $5,000,000. 


Rochester in Throes of Bus Fight 


Rochester has a miniature bus war, 
with the New York State Railways 
and the Ridge Road Bus Line as the 
contestants and the Common Council 
as the referee. " 

The Ridge bus line operates from 
Rochester to Hilton, over a 20-mile 
route. Recently the line ended its run 
at the union bus terminal in the heart 
of the city. The New York State 
Railways, contending that the bus 
company’s franchise did not call for 
service within the city limits, caused 
the buses to be halted at the edge of 
the city. The traction company main- 
tained that the bus men must obtain 
a state certificate or special franchise. 
James J. Dadd, secretary of the Auto 
Bus Association of New York State 
and manager of the bus terminal, met 
this statement with the charge that 
the railway has not furnished adequate 
transportation for the residents of the 
Ridge Road section. An ordinance 
which would allow the buses to end 
their run at the terminal has been in- 
troduged into the Council. 
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Monongahela-West Penn 


Operations Enlarged 


Final steps have been taken in a 
plan which will link together in one 
system a number of the large electric 
light and power companies operating in 
West Virginia, Ohio and Maryland. To 
this end a consolidation and unification 
of all the electric light and power com- 
panies of the West Penn System within 
the three states had been effected. This 
was done through the transfer of the 
properties concerned to the Mononga- 
hela-West Penn Public Service Com- 
pany. The properties and assets thus 
involved were of the Brooke Electric 
Company, which operates in Brooke, 
Hancock and Ohio Counties, West Vir- 
ginia; the West Virginia and Maryland 
Power Company of Preston, Taylor, 
Barbour, Randolph and Mineral Coun- 
ties, West Virginia; the Parsons Elec- 
tric Service Company of Upshur 
County, West Virginia; the St. Mary’s 
Power & Light Company, Pleasant 
County, West Virginia, and the West 
Maryland Power Company of Garrett 
County, Maryland. 

The Monongahela-West Penn Public 
Service Company, already operating in 
Monongalia, Marion, Wetzel, Tyler, 
Wood, Harrison, Lewis, Barbour and 
Braxton Counties, West Virginia, and 
Washington County, Ohio, will be made 
by the acquisition of the largest public 
utility corporation in West Virginia. 
The West Penn Company, which is con- 
trolled by the American Water Works 
& Electric Company, Inc., of New York, 
is likewise the owner of the West Penn 
Power Company, the West Penn Rail- 
ways and the Wheeling Traction Com- 
pany, together with their subsidiaries. 
Operation and management of the en- 
larged Monongahela-West Penn Public 
Service Company will continue under 
the administration of Capt. George M. 
Alexander, president, with headquarters 
at Fairmont, W. Va. 


Gasoline and Weight Tax Bills 
Passed in Michigan 


The 2-cent gasoline tax bill and the 
55-cent weight tax bill have been passed 
by both houses of the Michigan Legisla- 
ture and will be given immediate effect 
upon signing of the Governor, con- 
sidered a certainty. The weight tax 
bill taxes passenger cars 55 cents per 
hundredweight and trucks on a grad- 
uated scale from 65 cents per hundred- 
weight up to 2,500 lb., to $1.25 on 
trucks of more than 6,000 lb. The 
weight tax is expected to raise about 
$14,500,000 and the gas tax about 
$6,500,000. 


Carhouse Held Up at Chicago 


Desperadoes staged a_ spectacular 
robbery in the Chicago Surface Lines 
Leavitt Street carhouse early in the 
morning of Feb. 2. They are said to 
have got away with $9,000, the receipts 
of late Saturday and Sunday. At 2:30 
o’clock in the morning the leader slid 
off a 10 ft. steel inclosure, dashed 
through three offices and confronted 
David Jones, cashier, with a gun. Six 
other bandits followed. They slid the 
nickels, dimes and other coins into 
canvas bags, tied them and passed them 
outside. Two conductors in the» next 


room would have known nothing of the 
robbery but for a rifle pointed at them 
while the bandits worked. The robbery 
is the first of its kind in Chicago since 
the notorious trio of 1903 killed two 
employees and two detectives and with- 
stood a long siege in the Indiana dunes. 
In the round-up following the recent 
robbery three former employees of the 
lines were arrested. 


Effective Good-Will Ad 
in Atlanta 


As part of its campaign of general 
public utility advertising the Western 
Electric Company recently used in the 
Atlanta, Ga., papers copy that was 
distinctly appropriate. The appeal to 


Better mix a few street 
cars in the mortar 


OU sho are pla tanning bomes in the suburbs, sbould 

look on the as pal ry foundation. 

pendable car service has a lo to io with your satis- 
faction with your bome—and its resale ¥: 


That s only another way of saying that it will pay 
every Atlantan to see to it that the street 
pat on a basis where tbey can extend and 


Back up the company and th 
siderable part in the expansi 
Pople Eire grdetrion: moe prceperity talour A 


Western Electric 
Company 


Some Facts for the Public to Ponder 


Atlantans was to mix a few street cars 
in the mortar of new construction. The 
ad carried its own message, the pur- 
port of which was that it would pay 
every Atlantan to see to it that the 
railway is put on a basis where it can 
extend and improve service. 


Claim Agent Discusses Fakers 
in Daily Paper 


Trevor C. Neilson, claim agent of the 
East St. Louis & Suburban Railway 
and related lines, East St. Louis, IIl., 
and president of the Mid-West Claim 
Agents’ Association, was interviewed 
recently by James B. Clendenin of the 
East St. Louis Daily Journal on the 
subject “How Accident Faker Preys 
Upon Street Railways.” He reviewed 
a number of accident cases entitled 
to a settlement for claims and some of 
the false ones that were either per- 
petrated or attempted. In the course of 
his article Mr. Clendenin said: 


And despite the machinery that is at 
work in the war on fakers, some of them 
still get away with it, but not in the num- 
bers of former years, in which there was 
no satisfactory contact between the claims 
departments of the various utilities. 

While any number of the evils of an- 
tiquated systems of handling claims have 
been remedied, a number still exist that only 
the legislative branch of the state govern- 
nent can eliminate, it is Neilson’s opinion. 
The most stubborn obstacles still in the 
way to a fair settlement for both sides is 
the Illinois law which makes it impossible 
for the defendant to force a medical exam- 
ination in cases where claims are made for 
physical injuries. 


Cities of New York State Favor 
Bus Bill 


The legislative committee of the New 
York State Conference of Mayors, at a 
meeting held at Albany on Feb. 5, went 
on record as favoring the “purpose and 
principle” of the Walker-Bloch munic- 
ipal bus bills which, introduced at the 
request of the Hylan administration, 
would give to New York and other 
cities the right to own, operate or 
lease municipal bus lines. The 5-cent- 
fare provision did not meet With the 
approval of the entire committee. The 
committee opposed a bill which would 
make the officials of any city individu- 
ally liable for damages caused by buses 
which were being operated without a 


certificate from the Public Service Com- 


mission. This measure is said to be 
aimed at the Hylan buses in New York, 
which are being run without the con- 
sent of the Transit Commission or the 
Public Service Commission. 


Trainmen at San Diego Receive 
$10,870 in Accident Awards 


Claus Spreckels, vice-president and 
general manager, recently presented to 
the trainmen of the San Diego Electric 
Railway, San Diego, Cal., checks total- 
ing $10,870 as a prorated bonus based 
upon each man’s accident record for the 
year just closed. Thirty of the men 
were rated at 100 per cent. Each re- 
ceived a check based upon the hours 
he had served during the year. 

The gifts were distributed at a meet- 
ing that followed a dinner by Mr. 
Spreckels to the department heads at 
the San Diego Hotel. A feature was 
the presentation for Mr. Spreckels of 
two beautiful watches to J. C. Boronda 
and T. H. Bailey, in celebration of their 
completion of 20 years of service with 
the company. The presentation was 
made by M. J. Perrin, who recently 
started his 38th year of service with 
the company. 

Mr. Spreckels presided. He pointed 
out that it is the aim of the railway to 
assist in the city’s growth by furnish- 
ing transportation that will permit the 
city to expand and attract additional 
population. He said that the railway 
can prosper only as the city prospers. 
Part of his plea follows: 

You employees can influence the growth 
of our city, the success of the company, 
and consequently your own prosperity more 
than you realize. The ballot is one of your 
most effective tools. When you cast your 
votes in any city election, do it with the 
single idea of benefiting the whole city. 
Do not consider an individual personal 


benefit which may jeopardize the general 
welfare. 

In your public relations, too, you can 
help San Diego grow. Choose the right 
men to govern the city; help them with 
your ballot to make it grow; give the pub- 
lic the best that is in you, and your little 
piece of real estate or your job will be 
worth more. You will profit, and so will 
che Som pay: And the city will profit most 
of all. 


Large Capacity Buses Under 
Consideration in Seattle 


Plans for equipping feeder lines to 
the Seattle Municipal Railway, Seattle, 
Wash., with buses like those now in use 
in Chicago, Detroit, New York City and 
other Eastern cities have been laid be- 
fore the Seattle City Council by repre- 
sentatives of one of the bus builders, 
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Bus Operation in Greensboro.—The 
Greensboro Bus Company, a newly or- 
ganized subsidiary of the North Caro- 
lina Public Service Company, Greens- 
boro, N. C., recently started the oper- 
ation of three buses supplementing its 
railway service. The bus service will 
accommodate residents in this vicinity 
not reached by railway lines. Buses 
are of the latest 22-passenger street 
car type, manufactured by Graham 
Brothers of Detroit. The fare on the 
buses is 10 cents, and free transfers 
are given passengers from buses to the 
street cars. A charge of 3 cents will 
be made when passengers enter the bus 
with a transfer received from the sireet 
cars at Jefferson Square. 

Serious Accident on “L.”—Two peo- 
ple were killed, six seriously injured 
-and 50 received treatment for bruises 
-when a southbound five-car shuttle train 
of the Interborough Rapid Transit 
Company telescoped another train 
early on Feb. 9, ramming into a sta- 
tionary Third Avenue “L” express on 
the White Plains Road. The train was 
traveling through a very heavy fog 
which hid a sharp incline leading down 
to the 219th Street station. The colli- 
sion caused a tie-up in service of 6 
hours. Engineers of the company de- 
‘clared that the veteran motorman who 
lost his life had been guilty of violat- 
ing a rule of the company which 
prescribes strict conditions for opera- 
tion during a fog. | 

Indianapolis Company Purchases Bus 
Company.—The Indianapolis & Cincin- 
nati Traction Company, Rushville, Ind., 
has purchased the Indianapolis-Shelby- 
ville bus line from its owners, Harry J. 
Lay of Ridgeville, Ind., and Roy C. Lee 
of Shelbyville, Ind. Hudson R. Biery, 
assistant to Charles L. Henry, presi- 
dent of the traction company, said that 
aside from giving the public better 
service on the bus line little change 
would be made in its operation. Eight 
trips each way are made daily by the 
bus line. 

Buses Will Supplant Railway Cars.— 
Notices have been posted in the cars of 
the Cumberland & Westernport Electric 
Railway that within the next 60 days 
railway service will be discontinued on 
the run between Frostburg and Cum- 
berland, Md., in favor of bus service. 
Railway service on the Frostburg-West- 
ernport end will be continued. 


Bus Privilege Extended.—The Oska- 
loosa Traction & Light Company, Oska- 
loosa, Ia., has been granted a 90-day 
extension of the bus privilege now oper- 
ative in First, Fifth and Fourth Wards. 
The extension was granted pending the 

lacing of a franchise amendment be- 
ore the voters of the city at a special 
election to be held as soon as it can be 
lawfully handled. 

Official Takes Vacation—Thomas N. 
McCarter, president of the Public Serv- 
ice Corporation, Newark, N. J., and 
Mrs. McCarter sailed on the S.S. Rot- 
terdam on Feb. 4 for a trip to the 
Mediterranean. Thev will be gone 
until about April 15. This is the 


longest vacation Mr. McCarter has 
taken in 35 years. He plans to leave 
the ship at Naples and motor to Paris, 
then to catch the Rotterdam at Boulogne 
to rejoin the cruising party. 


Rapid Transit Course to Be Given.— 
Another institution which feels the need 
of offering instruction in rapid transit 
development is the College of the City 
of New York, School of Technology. 
This school will offer a special course 
in rapid transit and traffic, aceording 
to an announcement of Dean Frederick 
Skene. Aside from the study of con- 
struction of new lines, especially under- 
ground, emphasis will be placed on the 
means whereby the present trackage 
can be made most useful. The Board 
of Transportation, through Commis- 
sioner Delaney, its chairman, has ap- 
proved the course and recommended 
George Abraitys, chief of the designing 
division of the board, to give it. 


Line Will Continue.—The Washing- 
ton-Virginia Railway, Washington, 
D.C., will be continued in operation 
indefinitely. This was decided on Feb. 
5 by a committee representing about 90 
per cent of the bonds outstanding. It 
had been expected that the line would 
discontinue operation following the 
granting of a permit to R. L. May to 
operate buses between Alexandria and 
Washington and the subsequent denial 
of a similar permit to the railway by 
the Virginia Corporation Commission. 
The company has asked a permit to run 
the bus line between Alexandria and 
Washington as a feeder for the cars 
which are operated to Fairfax, Falls 
Church and Mount Vernon. 


Bus Permit Extended.—The Charles- 
ton Interurban Railway, Charleston, 
W. Va., was recently granted a 4 years’ 
extension on a permit by the City 
Council for operation of a bus line to 
the Upper Glen Elk district of the city. 
Originally the permit was for one year. 
The company did not consider a one- 
year permit sufficient to warrant the 
necessary investment of more than 
$25,000 that would.be involved to pro- 
vide adequate equipment. 


Interurban Meets Steam Line Rate.— 
The Illinois Commerce Commission has 
authorized the Illinois Traction Sys- 
tem to publish on one day’s notice a 
rate of 91 cents per ton on coal ship- 
ments between Springfield and Decatur, 
Ill. This is a reduction of 10 cents and 
permits the interurban line to meet 
the steam railroad rate. 


Conference to Discuss Transit.—The 
Cincinnati, Ohio, Rapid Transit Com- 
mission has adopted a resolution invit- 
ing representatives of the Cincinnati 
Street Railway and the Cincinnati Trac- 
tion Company to a conference to be 
held on Feb. 20 for the purpose of dis- 
cussing the transit situation. The reso- 
lution was offered following a state- 
ment by John V. Campbell, attorney for 
the commission, who said that he 
thought representatives of the two 
groups should be asked to discuss the 
leasing of the transit loop. Any agree- 
ment reached would have to be first 
submitted to the Council and later to a 
popular referendum. This referendum 
might be held during the August pri- 
mary, and could certainly be held at 
the November election. 


Experiments with Sunday Pass. — 
Because receipts on Sundays fell far 
below the cost of operation, the Charles- 
ton Consolidated Railway & Lighting 
Company, Charleston, S. C., recently 
started the Sunday pass, as an experi- 
ment for 10 Sundays. The passes are 
sold for 25 cents each. 


Wage Increase Sought in Des Moines. 
—An increase in wages has been sug- 
gested by trainmen of the Des Moines 
City Railway, Des Moines, Iowa, when 
the present agreement expires on March 
1. The present scale is based on a 
59-cent hour with insurance and pen- 
sion features secured under an arbitra- 
tion board recommendation last. year. 
The company contends that there can 
be no reduction in fares as long as 
operating expenses continue at the 
present level. F. C. Chambers, presi- 
dent of the company, has suggested in- 
creased use of one-man cars and the 
co-ordination of buses with the railway. 


Employees 100 per Cent for Safety. 
—All operators of the cars of the 
Knoxville Power & Light Company, 
Knoxville, Tenn., have enrolled in the 
Safe Drivers’ Club, which was recently 
organized, the total membership of 
which is now 305. The red emblem 
recently appeared on the windshields 
of autos and street cars on the streets 
of Knoxville, indicating that owners 
and operators are members of the club, 
and that their aim is to reduce the num- 
ber of accidents. Formation of the 
club was urged by the Knoxville Sen- 
tinel in conjunction with the Knoxville 
Automobile Club. 


Railway Refused Bus Certificate.— 
The Public Service Commission has re- 
fused the application of the Mauch 
Chunk & Lehighton Transit Company, 
Mauch Chunk, Pa., for a certificate to 
operate a bus line between Mauch Chunk 
and Weissport. The commission said 
that the company’s application was for 
operating rights over a route already 
provided with service by George Arner. 
The railway sought to discontinue its 
line from Flagstaff Park to Mauch 
Chunk and Lehighton. 


A More General Bill to Be Intro- 
duced.—Instead of the bill recently in- 
troduced to permit the Jacksonville 
Traction Company, Jacksonville, Fla., 
to operate buses charging a fare of 10 
cents, the laws and rules committee of 
the City Council will recommend an 
amendment to the present “jitney bus” 
ordinance which will allow any one to 
operate buses provided operators ex- 
ecute a bond for the protection of prop- 
erty and passengers. It is expected 
that the bond will be $5,000. 


Weekly Pass in Leominster. — The 
weekly pass has been put into effect by 
the Worcester Consolidated Street Rail- 
way in Leominster, Mass., for a trial 
period of 3 months with the approval 
of the Massachusetts Public Utilities 
Department. The plan provides for 
the issuance of a pass at a cost of 75 
cents. The city of Leominster, with a 
population of 20,000, has a 7-cent fare 
from the center to limits beyond the 
edge of town, or 14 cents across. The 
pass is good for a limited area around 
the center sufficient in extent to take 
care of practically all riding from fac- 
tories, offices, stores and homes. ; 
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New Zealand Property Has 
Suecessful Year 


Christchurch Tramway, Christchurch, 
N. Z., had a deficit in its operations 
for the year ended March 31, 1924, of 
about £7,000, which will be more than 
covered by the amount carried forward. 
Christchurch Tramway, the largest 
tramway undertaking in the dominion, 
consists of 78 miles of single track and 
has an annual revenue of approxi- 
mately £261,000. As it is a publicly 
owned concern, it is the policy of the 
Tramway Board not to make a profit, 
but so to arrange its finances as to 
produce the barest possible surplus, at 
the same time stating that the trams 
must pay their way and not become a 
burden on the rates. On March 31, 
1922, there was a surplus of £4,009. 
At the same date in 1923 it was £6,527, 
giving a total of £10,536 and leaving a 
balance of £10,271 carried forward to 
the 1924 account. The number of car- 
miles run was 3,374,000, a decrease of 
about 84,000. The passengers carried 
totaled 25,450,000, an increase of about 
350,000. 

In his report, which antedated the 
closing of the year by.about one week, 
A. S. Taylor, chairman of the Christ- 
church Tramway Board, discussed at 
length the fare situation in the past 
and offered some suggestions for the 
future. On the subject of bus competi- 
tion he said the board’s experience in 
that direction had not been a fortunate 
one, and further, that losses had been 
made both on the Hornby and South 
Brighton buses. He suggested the 
board considering the advisability of 
obtaining a fleet of half a dozen buses 
which could be used to test new routes. 


Electric Buses for Lyons 


Tramway service in Lyons, France, 
has recently been supplemented by the 
establishment of a bus line, after con- 
sideration of several types of vehicles. 
During 1923 a test was made of an 
electric storage battery bus of a type 
similar to those in use in Rome, Milan 
and other Italian cities. Following this 
successful trial it was decided to adopt 
substantially the same design for the 
new vehicles. 

Electrical equipment was furnished 
by Rognini & Balbo of Milan and the 
mechanical equipment by De Dion- 
Bouton. This storage battery bus has 
five forward and two backward speeds. 
The speed is varied by changing the 
motor connections without making any 
change in the mechanical transmission. 
The controller is actuated by a pedal. 
Power is furnished by two motors 
mounted just back of the rear axle, one 
motor driving each rear wheel. Seats 
are provided for 28 passengers, while 
standing space for 12 more is provided 
on the rear platform. The bus is oper- 
ated by two men, the driver being 
in a closed compartment at the front. 

The new service was inaugurated by 
M. Herriot, now Premier of France, 


and formerly Mayor of Lyons, on the 
fifteenth anniversary of the electrifica- 
tion of the suburban lines. 


British Tramway Statistics 


There are 243 tramway undertakings 
in Great Britain, operating 2,624 miles 
of track, according to the annual re- 
turn of the Ministry of Transport for 
the year ended Dec. 31, 1923, for munic- 
ipal properties, and March 31, 1924, for 
privately operated companies. Of this 
number municipal authorities operate 
170 undertakings, comprising 1,839 
miles of track, and 73 companies, total- 
ing 785 miles of track, are privately 
operated. The capital expended by 
local authorities was £71,341,947 and by 
private companies £20,876,610, the total 
being an increase of £3,128,053 as com- 
pared with the previous year. The 
total gross receipts were £29,433,647 
and the expenditures £22,882,028, leay- 
ing net receipts of £6,551,619, or a 
decrease of £880,999 as compared with 
the previous year. 

The net income available for distri- 
bution was £7,956,147, out of which 
£2,195,039 was appropriated for inter- 
est and dividends, £1,913,930 for pay- 
ment of debts and £2,143,066 for reserve 
and renewal funds. 

The number of passengers carried 
was 4,443,326,581, an increase of 2.18 
per cent; the number of car-miles oper- 
ated, 363,057,881, an increase of 3.17 
per cent, and an increase of 5.31 per 
cent in electric energy used. The aver- 
age receipt per passenger was 1.53d. as 
compared with 1.66d. the previous year. 

The municipal tramways received 
from local rates the sum of £256,777 
and contributed in relief of rates £280,- 
537. The tramways requiring most 
help were those of municipalities in the 
outskirts of London, where bus com- 
petition is intense. West Ham required 
help to the extent of £63,000; East 
Ham, £35,000; Croydon, £18,000, and 
Walthamstow, £15,000. Of the tram- 
ways operating at a profit the most 
successful were Leeds, which contrib- 
uted £65,000 to the relief of local rates; 
Birmingham, £27,000; Cardiff, £22,000; 
Hull, £21,000, and Blackpool, £15,000. 


Travel in Berlin Falls Off 


During the first 11 months of 1924 
passengers on the various transporta- 
tion lines in Berlin, Germany, num- 
bered a little more than 1,231,400,000. 


THOUSANDS OF PASSENGERS CARRIED IN 
BERLIN, JANUARY TO NOVEMBER, 


INCLUSIVE 
1924 1923 
Stadtbahn sce sega sf 565,000 850,000 
Elevated and subway....... 162,000 153,589 
Surface railways.......... 462,800 278,476 
Omotbuses? 25-235 96 41,635 21,730 


This was a slight decrease from the 
1,304,693,000 of the previous year. 
There were very notable changes, how- 
ever, in the distribution of this travel, 
as shown by the accompanying table. 


New Route Number System 
for Glasgow 


A new system of route numbers on 
the municipal tramears of Glasgow, 
Scotland, came into use-on Oct. 1, 1924. 
These numbers, which are displayed at 
the top of the center vestibule window 
at either end of the car, indicate the 
destination as well as the route. For 
example, on the Ronken Glen route all 
cars turning at Shawlands, the nearest 
terminal from the center of the city, 
display the number 2. Cars turning at 
Newlands show 2A, at Merrylee 2B, at 
Giffnock 2C, and those going all the 
way to Ronken Glen show the number 
2D. 

The numbers are also being displayed 
at the most important stopping places, 
and a small map showing the number- 
ing of each route has been prepared for 
the public. 


Paris Metro Subway Fined. — The 
Metropolitan and Nord-Sud subways in 
Paris have been fined 600,000 frances 
for their failure to supply their tem- 
porary employees, as well as regular 
employees, with old-age pension books. 
The case has been in the courts for 
more than 2 years, but unless the com- 
panies appeal further the matter is 
now settled. 


British Tramway Abandonments. — 
Buses are to be operated by the Sunder- 
land District Tramways Company, 
Sunderland, England, the tramway rails 
removed and equipment sold, due to the 
bad condition of the equipment. Track- 
less trolleys will be substituted for 
tramways in Chesterfield. It would 
cost approximately £90,000 to put the 
tramways into proper repair and renew 
the rolling stock, while the cost of the 
trolley bus system is estimated at 
£39,000. 


Weekly Pass Successful in Hull, 
England.—The number of weekly passes 
sold by the Hull Tramways has in- 
creased from 2,453 in the first week to 
4,600 in the last week for which figures 
are available. The total tramway re- 
ceipts, which had been decreasing, now 
show an increase over the correspond- 
ing weeks of the previous year. Refer- 
ence to the installation of the pass in 
Hull was made in ELscTRIC RAILWAY 
JOURNAL, issue of June 14, 1924. 


Bradford Proposal for Relief of Con- 
gestion. — Construction of terminal 
sidings near the curb at fare stages, 
with the necessary deflection of the car 
tracks, is now being considered by the 
Town, Council of Bradford, England. 
It is thought that this will reduce ob- 
struction to general vehicular traffic, 
caused by stationary tramcars in the 
middle of the street, thus relieving 
traffic congestion in a measure. 


. Electric Buses to Be Tried in Paris. 
—The Paris Transports en Commun is 
to experiment with a new storage bat- 
tery bus, of the same type as those put 
in service in Lyons last October. It is 
expected that the electric bus will serve 
for suburban traffic running from the 
big centers, rather than general in- 
terurban traffic. The disposition of the 
French to develop the electric vehicle 
is to secure freedom from foreign — 
sources of supply for liquid combustible. 
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Financial and Corporate 


Denver Reorganization 
Progressing 


Committees Are at Work on Plans for 
Discontinuing the Receivership— 
Earnings Greatly Improved 


Representatives of the stockholders, 
the holders of a defaulted $10,107,750 
bond issue and holders of approxi- 
mately $2,500,000 in notes of the Den- 
ver Tramway, Denver, Col., are working 
on the formulation of the reorganiza- 
tion program for the company. Ten- 
tative plans have been advanced to 
effect the rehabilitation on the basis 
of an assessment of $10 on each share 
of the $5,948,000 of stock outstanding, 
cutting the bonded indebtedness of 
$10,107,750 in half by substituting $500 
jn stock and a new $500 bond for 
each $1,000 bond of the defaulted issue 
and by the creation of an issue of pre- 
ferred stock to be given to the holders 
of the collateral trust notes to the 
amount of $2,498,000 now outstanding. 
Other issues would apparently be left 
undisturbed. 

Ernest L. Stenger, who has been in 
charge of the company as receiver, has 
been mentioned for president under the 
contemplated reorganization. 

Interest has been paid during the 
receivership only on underlying securi- 
ties. Interest has been defaulted on 
the first and sinking fund 5s, on the 
7 per cent notes and on a $278,100 
issue of Denver & Northwestern first 
and collateral bonds of 1932. 

The net income of the company for 
1924 was $261,000, as compared with 
$199,842 for 1923, a gain of 31 per 
cent. 

It will be recalled that the federal 
court recently ruled that the city of 
Denver should be permanently re- 
‘strained from enforcing fare contracts 
and ordinances and that the court con- 
strued the company’s franchise as per- 
petual. At the same time the valuation 
of the company was fixed at a figure 
which permits the earning of a sum 
sufficient to warrant continuation of the 
present 7% and 8-cent schedule. ; 

Bearing on the movement for the 
reorganization is the fact that the 
company has shown a deficit only four 
months during the receivership and 
that its average net earnings have been 
$200,000 a year. 

During that period interest amount- 
ing to $2,776,000 has been defaulted 
on bond issues, but $2,750,000 has been 
spent upon improvements and renewals. 


| 
Engineers Buy Attleboro Road 


The Interstate Consolidated Street 
Railway, Attleboro, Mass., was sold at 
receiver’s sale on Jan. 30, to Hemphill 
& Wells, New York City. This firm 
has also concluded negotiations for the 
purchase of the Attleboro Branch Rail- 
road. It is planned to operate both 
properties as a single system. The two 
properties operate 30 miles of track. 


The proposed new company will be 
a local industry under local manage- 
ment, including local business men 
among its directors. George W. Wells 
will be vice-president and general man- 
ager. 

The firm of Hemphill & Wells con- 
sists of Albert W. Hemphill and Gard- 
ner F. Wells, who formed a partnership 
6 years ago as consulting engineers 
specializing in public utilities. Both are 
Massachusetts Institute of Technology 
men and both were formerly with 
Stone & Webster. They are convinced 
that the Attleboro system can be put on 
its feet and made a permanently suc- 
cessful enterprise by applying modern 
methods. 

The companies at Attleboro are oper- 
ating, in conjunction with the United 
Electric Railways, Providence, R. L., 
two through bus lines. One of these 
runs between Attleboro and the center 
of Providence and the other connects 
Plainville, North Attleboro and the 
center of Providence. 

t is planned to establish permanent 
bus service from Attleboro and North 
Attleboro to Pawtucket and Providence. 
This service will be co-ordinated with 
the trolley service. 


Traffic and Revenue Lower 
in London, Ont. 


The gross earnings of the London 
Street Railway, London, Ont., for the 
year ended Dec. 31, 1924, were $665,- 
302, a decrease of $28,109 compared 
with 1923. This fact was disclosed in 
the report of the company submitted at 
the annual meeting on Feb. 4. The 
operating expenses were $546,364, a 
decrease of $25,718. Net earnings 
from operations were $118,938. After 
the deduction of fixed charges, depre- 
ciation and Dominion income tax, the 
balance of net income was $33,903. In 
1923 this item was $42,166. 

Although the net income for 1924 
was $33,903, being an earning of 5.32 
per cent of the outstanding capital 
stock, no dividends were paid for the 
year. On a mileage basis, the revenues 
show a decrease of six-tenths of a 
cent per mile operated as compared 
with the revenues per mile received 
during 1923. Charles Currie, presi- 
dent of the company, said that the 
funds representing the net income were 
used for capital improvements to the 
property. The company continued its 
policy of making improvements to its 
property, reconstructing and relaying 
trackage wherever the occasion de- 
manded. The equipment was augmented 
by the purchase of two Peter Witt 
cars, making five cars of this type 
now in _ operation. Approximately 
forty cars were repainted during the 
year. In 1924 the number of passen- 
gers carried was 13,299.634. against 
13,865,148 in 1923. The total number 
of passengers, including transfer pas- 
sengers, was 15,048,868 in 1924 and 
15,647,343 in 1923. The railway oper- 
ated 36.10 miles of track. 


Scope of Recent Merger 


United Light & Power Company Is 
Greatly Expanded by Continental 
Gas & Electric Purchase 


_Reference has been made several 
times recently in the ELEectric RAIL- 
WAY JOURNAL to the purchase nego- 
tiations by which ownership of the Co- 
lumbus Railway, Power & Light Com- 
pany, Columbus, Ohio, would pass to 
the Continental Gas & Electric Cor- 
poration interests and so to the United 
Light & Power Company. Other phases 
of the negotiations for the expansion of 
the activities of the United Light & 
Power Company are of interest. 

Some little time ago the United 
Light & Power Company announced 
through its president, Frank T. Hulswit, 
that the company had acquired more 
than 75 per cent of. the outstanding 
common capital stock of the Continen- 
tal Gas & Electric Corporation, which 
controls, through stock ownership, 
among other valuable properties, the 
Kansas City Power & Light Company 
and the Columbus Railway, Power & 
Light Company. In turn the United 
Light & Power Company offered to 
acquire all of the remaining outstand- 
ing common shares of the Continental 
Gas & Electric Corporation, in ex- 
change for its class “B” preferred stock 
and class “A” common stock. 


OPERATIONS ENLARGED 


It was stressed in recent statements 
that the consolidation brings together 
a number of men who have been long 
associated with the successful manage- 
ment and operation of public utility 
enterprises in the Middle West, of 
whom several will be included on the 
board of directors of the enlarged com- 
pany, including C. S. Eaton, Cleveland, 
Ohio; Joseph F. Porter, Kansas City, 
Mo., and Rufus E. Lee, Omaha, Neb. 

The United Light & Power Company, 
succeeding a company of similar name 
organized in 1910, owns all or a very 
large amount of the common stocks of 
the following companies: Continental 
Gas & Electric Corporation, the Tri- 
City Railway & Light Company, the 
Chattanooga Gas Company, the Fort 
Dodge Gas & Electric Company, the 
Cedar Rapids Gas Company, the 
Peoples Gas & Electric Company, the 
Ottumwa Gas Company and the La 
Porte Gas & Electric Company. 

The greatest interest to readers of 
the ELEctTRIC RAILWAY JOURNAL at- 
taches to the groups embraced in the 
properties of the Continental Gas & 
Electric Corporation and the so-called 
Tri-City group. The Continental group 
includes the railway properties at Co- 
lumbus, Ohio, and in Lincoln, Neb. 
Both of these are very recent purchases. 
Only within the last few weeks has 
the Lincoln deal been approved by 
the State Railway Commission. It 
contemplates the merging of the Lin- 
coln Gas & Electric Company and the 
Lincoln Traction Company. Holders of 
the preferred stock of the Lincoln 
Traction Company were offered 50 cents 
on the dollar in cash or 60 cents on the 
dollar in Continental Gas & Electric 
preferred for their holdings. The basis 
on which the common stock was 
acquired has not been made public. At 
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C. L. Kurtz, Resigned 


Following Change in Control, Head of 
Utility at Columbus, Ohio, Retires 
—Property Rehabilitated Under 
His Régime 
When Charles L. Kurtz stepped down 
as president of the Columbus Railway, 
Power & Light Company, Columbus, 
Ohio, at the directors’ meeting on Jan. 
27 he ended a period in his career which 
will go down in railway history as one 
of the outstanding examples of general- 

ship in the field of public utilities. - 

In January, 1919, when Mr. Kurtz 
assumed that office, the company was 
without credit, its bond interest was In 
default, dividends on stock had been 
suspended, back wages, ordered to be 
paid the employees during the war, pre- 
sented another obstacle, and a suit had 
been instituted by Augusta Slaymaker, 
a stockholder, for receivership, an ac- 
counting and a judgment against the 
company. In addition pink slips had 
been issued by the company to passen- 
gers who paid a 5-cent cash fare, re- 
deemable for 12 cents each if the com- 
pany won the Slaymaker case, which it 
did. 

During the period that the company 
was under the direction of Mr. Kurtz 
more than $13,000,000 was spent for 
construction and rehabilitation. The 
daily average of cars in service at the 
beginning of the 1919-1925 period was 
115 to 120. Now it is 320. One anda 
quarter million dollars was spent in 
building underground conduits through 
the center of the city. Within a 
month a new concrete and steel garage, 
covering nearly a city block, will be 
completed to house between 80 and 90 
automobiles and trucks. During the 
latter part of his incumbency Mr. Kurtz 
and his board of directors closed a deal 
for a new office building, the first home 
ever owned by any railway in Colum- 
bus since the industry started in 1854. 
This structure, practically new, 185 ft. 
deep and 95 ft. wide, is located in the 
business section of Columbus. More- 
over, a new power plant is under con- 
struction that will have an ultimate 
capacity of 150,000 kw. 

These are some of the outstanding 
achievements of the company during 
the presidency of Mr. Kurtz. All of 
them were accomplished through his in- 
fluence, skillfulness, level-headedness, 
perseverance, and last, but not least, 
hard work. 

The first thing Mr. Kurtz did when 
he assumed charge in Columbus in 1919 
was to institute a program of the most 
rigid economy. Waste was eliminated. 
At the same time he worked to build up 
the morale and restore co-operation as 
the touchstone of success. 

Two years later, through the efforts 
of Mr. Kurtz, the company received 
permission from the Ohio Utilities 
Commission to issue additional A and B 
preferred stock, enough to equal the 
amount of dividends accrued on the 
original amount of A and B stock, thus 


wiping out dividends then in arrears by 
giving stockholders stock equal to the 
amount of dividend due them. Since 
then all dividends have been paid regu- 
larly. 

About this time Mr. Kurtz won his 
fight before the City Council for an in- 
crease in fare. For many years Colum- 
bus citizens had been buying eight 
tickets for 25 cents. The new rate 
called for five tickets for 25 cents, a 
6-cent cash fare, with a universal 
transfer free of charge. Furthermore, 
Mr. Kurtz succeeded in placing a $3,- 
000,000 loan to pay floating debts. This 
loan has since been wiped out entirely. 

It has often been said the quotations 
for a company’s securities are about 
the best criterion of the general re- 
gard in which it is held. A few quo- 
tations will show what was done dur- 


Cc. L. Kurtz 


ing the 6 years Mr. Kurtz was in office. 
In 1919 the common stock was quoted 
at $8 a share. Today it is $115 a 
share. In 1919 A preferred was 42, 
now about 95. Series B was 23, now 
87. In 1919 4 per cent bonds sold 
from 40 to 42. At the beginning of 
1925 they were quoted at 80. Five per 
cent bonds jumped from 55 in 1919 to 
96 in 1925. 

The man who did all these things— 
or was directly or indirectly re- 
sponsible for their accomplishment— 
brought to his task with the Columbus 
company a wealth of business experi- 
ence. He quit school in the grammar 
grades, but the grasp that he showed 
of the problems before him secured for 
him at the age of 13 a loan of $5,500 
without collateral security. Since then 
he has been afoot on life’s highway. 
His experiences have indicated to him 
that there is nothing quite so pleasing 
as to live under one’s own hat. For 
some years he represented his home 
of Athens in the General Assembly of 
Ohio, and was the youngest member, at 
the age of 25, the age limit for such pub- 
lic office. Then he felt the call of public 
life and spent about 25 years as chair- 
man of the Republican state executive 
committee, member of the National 
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comm_ttee, state inspector of oils and 
private secretary to Governor Foraker, 
to mention only a few of his activities. 

Twenty-seven years ago Mr. Kurtz 
forsook politics for business. During 
this period he has been engaged as 
chief executive of various corporations 
—the Columbus Public Service Com- 
pany, a coal company, an asphalt pay- 
ing company, a paving block company 
which controlled the output of 15 pro- 
ducing companies, and has latterly been 
president of the Scioto Stone Company, 
the Keever Starch Manufacturing Com- 
pany, the Guanajuato Reduction & 
Mines Company (a large operation in 
Mexico which has been producing gold 
and silver for 20 years). 

Mr. Kurtz is at present devoting his 
time to other projects in which he is 
interested. He is 70 years old, still 
very active and energetic and attributes 
his good health to hard and constant 
work. 


Changes Made in International 
Personnel at Buffalo 


B. J. Yungbluth has been appointed 
vice-president in charge of operation 
of the International Railway, Buffalo, 
succeeding R. Harland Horton, who 
has gone to Philadelphia. Mr. Yung- 
bluth goes to Buffalo from Philadel- 
phia, where he had been associated 
with the Philadelphia Rapid Transit 
Company since 1920. His first connec- 
tion with the Philadelphia traction 
system was as a member of the co- 
ordinating committee. A year later he 
was made supervisor of purchasing 
and supplies.. He held this position 
for 2 years and was promoted to as- 
sistant vice-president in charge of 
finance and accounts. His last posi- 
tion in Philadelphia was assistant vice- 
president of traffic. 

Mr. Yungbluth started his railway 
career with the Duluth South Shore 
Railroad, where he rose to the position 
of storekeeper of the Hancock, Mich., 
stores. He was connected with that 
company for 7 years. Later he be 
came storekeeper for the New York 
Central Lines at Lima, Ohio, and re- 
mained there 4 years. In 1909 he be- 
came associated with the Pittsburgh 
Railways as general storekeeper and 
remained on that property until 1920, 
when he resigned to accept the position 
with Mitten Management. 

Leslie Spraggon has been appointed 
superintendent of equipment of the 
International Railway, to succeed 
George Kuhn, who has been made su- 
perintendent of shops of the company. 
Mr. Spraggon was at one time in- 
spector of rolling stock with the Con- 
necticut Company. He resigned that 
position in 1920 to go to the Boston 
office of the Westinghouse Electric & 
Manufacturing Company. 

G. W. Barker, for more than 25 
years associated with the traffic and 
transportation departments of the Inter- 
national Railway, has been appointed 
operating manager of the International 
Bus Corporation, a subsidiary operat- 
ing the bus lines in Delaware Avenue, 
Delevan Avenue and Bailey Avenue. 
Mr. Barker has served as superintend- 
ent of the Main Street and Hertel Ave- 
nue stations of the International Rail- 
way. 
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Robert Colwell, heretofore superin- 
tendent of the Edmonton Radial Rail- 
way, Edmonton, Alta., has been ap- 
pointed manager of the "Railway Utility, 


“Winnipeg Electric Company, Suburban 


Transit Company and Winnipeg, Sel- 
kirk & Lake Winnipeg Railway, at 
Winnipeg, Man. This is a new position 
created as a result of a reorganization 
of the operating staffs. Mr. Colwell 
was born in Simcoe County, Ont., Nov. 
5, 1876. He entered transportation 
service on Jan. 1, 1900, with the Winni- 
peg Electric Railway, 


H. Cowan, heretofore night foreman 
of the shops of the Niagara, St. Cath- 
arines & Toronto Railway at St. Cath- 
arines, Ont., has been appointed gen- 
eral foreman of the Canadian National 
Electric Railways, Toronto Suburban 
District, shops at Lambton and Weston. 
He will make his headquarters at the 
Lambton shops. 


Obituary 


Robert N. Wallis 


Robert N. Wallis, treasurer of the 
Fitchburg & Leominster Street Rail- 
way for a number of years, and 
prominent in banking, welfare, social 
and business organizations, died re- 
cently at his home in Fitchburg, Mass. 
Following his graduation from the 
Massachusetts Institute of Technology, 
and after a brief period spent in 
financial journalism in Boston and a 
year with a business house in Phila- 
delphia, Mr. Wallis returned to Fitch- 
burg to succeed his father as treasurer 
of the Fitchburg & Leominster Street 
Railway. 

This office was considered a diffi- 
cult seat in the councils of most 
any transportation company in those 
years, but Mr. Wallis’s financial ability 
was soon recognized and his interest 
extended into the general field of 
operations. It was said of him that 
his devotion to the company was no 
greater during its days of prosperity 
than it was in its leaner years, and 
that this devotion was not restricted 
in the least by his desire that the 
public should always have the best 
service which the company could give. 
He had been trustee of the Worcester 
North Savings Institution since 1914 
and clerk of the corporation since 1899, 
as well as a director in other trust 
companies. 

Mr. Wallis was president of the 
American Street and Interurban Rail- 
way Accountants’ Association in 1908. 
His activities in behalf of the associa- 
tion were conspicuous. 

Although he was overwhelmed with 
the busy affairs of the railway com- 
pany, he gave his untiring efforts to 
the building up of the relief associa- 
tion of the railway. He was its treas- 
urer for many years. 


Daniel W. McFetridge, formerly pur- 
chasing agent for the Lehigh Valley 
Transit Company, Allentown, Pa., died 
at his home in that city on Jan. 31. 
For the last few years he had been 
purchasing agent for the Lehigh Port- 
land Cement Company. 
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Official Tells of Twin City Activity 
in Car Building 


Details of the arrangement under 
which the Twin City Rapid Transit 
Company is building cars for other 
cities were recently made public in a 
statement issued by Horace Lowry, 
president of the company. 

Mr. Lowry explained that the Twin 
City lines have very large modern shop 
facilities which have not been fully 
utilized in recent years on account of 
conditions brought about by the war. 
When the Light-Weight Noiseless 
Street Car Company received an order 
to build 50 cars for the Chicago Sur- 
face Lines an arrangement was made 
with the Transit Supply Company, a 
subsidiary of the Twin City Rapid 
Transit Company, to have this work 
done in the Twin City shops, on a cost 
plus basis. 

It was pointed out by Mr. Lowry 
that the stockholders of the Twin City 
Rapid Transit Company are protected 
against loss from this car-building 
activity and at the same time the Twin 
City shops are being kept busy. He 
said that the Transit Supply Company 
is protected in its arrangement with 
the Light-Weight Noiseless Street Car 
Company. Whether or not the car 
company makes a profit is of no in- 
terest to the Transit Supply Company, 
as the latter is protected and assured a 
profit by the nature of its contract. 

This arrangement was considered 
highly desirable and profitable by Mr. 
Lowry. He claimed that the shops and 
personnel of the Transit Supply Com- 
pany are inferior to none, and said 
that the company plans to continue 
building cars under this arrangement 
as long as this can be done without in- 
terfering with regular street car serv- 
ice in the twin cities. Any profits 
made from this construction work will 
go to the operating companies and will 
thereby be used to reduce the cost of 
car service. 


Resolution Adopted to Investigate 
General Electric 


The United States Senate by vote of 
fifty-five to twenty- five on February 9 
adopted the Norris resolution providing 
for an investigation of the General Elec- 
tric Company by the Federal Trade 
Commission. The majority included 
virtually all the Democratic Senators 
and the radical Republicans. 

Senator Watson of Indiana, repre- 
senting, it is believed, the administra- 
tion viewpoint, attempted to amend the 
Norris proposal by precluding the in- 
vestigation of stockholders or other 
security holders of the company. 

That there has been large-scale 
propaganda in an effort to discredit 
municipal ownership of public utilities 
is contended by Senator Norris. It is 


believed that many of those who voted 
for the Norris resolution think it is 
unnecessary and is an effort to boost 
public ownership, but at the same time 
they had no information as to the con- 
duct of the company and did not feel 
justified in voting against the proposal. 

It is expected by certain well-informed 
observers in Washington, however, that 
the investigation will prove to be a 
great disappointment to those who 
conceived it. 


Interborough Rail Order to 
Bethlehem, Not Krupp 


Much attention was attracted by the 
statement made recently that the In- 
terborough Rapid Transit Company, 
New York, was negotiating with 
Krupps in Germany for 6,000 tons of 
rails. The company did so negotiate, 
but the order has been placed at home 
with the Bethlehem Company for the 
full amount of the tonnage in rails 
weighing 100 lb. to the yard. 

Interest lies in the fact that the order 
remained at home. It can be said that 
while American steel rail business has 
fallen off in neutral markets, and we 
may expect to see a good deal of gener- 
alizing from a few facts as to the trend 
of things in the international steel 
trade, thus far it does not appear that 
foreign steel will figure in any large 
way in this market. We consumed 
about 26,000,000 tons of domestic fin- 
ished steel products last year, and it 
would take nearly 100,000 tons on top 
of the total imports of 1924 to bring 
our consumption of foreign steel up to 
1 per cent of the domestic output. 

The Iron Age said recently that low 
prices have always been a factor in 
the shifting of iron and steel trade 
across national borders, but such iow 
prices have been sporadic and occa- 
sional. Proximity, service, quality, mu- 
tual interest, and a half dozen other 
important considerations make it cer- 
tain that American railroads are likely 
to rely upon the American manufactur- 
ers to meet their demands. 


Metal, Coal and Material Prices 


Metals—New York Feb. 10, 1925 
Copper, electrolytic, cents perlb......... 14.85 
Copper wire base, cents perlb............ 17.00 
ead eenta per lb. 2280... cman : 9.70 
PANGS OCDES NEY ID. ~ cy ciowelam ates a ate le rey 
Tin, Straits, cents perlb.. ee rd. OLS 
Bituminous Coal f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, samipres 

Roads, gross tons. ; $4.45 
Somerset minerun, Boston, net tons..... 2.125 
Pittsburgh mine run, Pittsburgh, net tons 55 
Franklin, Ill., screenings, Chicago, net tons 1.625 
Central, Ill., sereenings, Chicago, net tons 1.575 
Kansas screenings, Kansas City, net toms 2.50 
Materials 
Rubber-covered wire, N. Y., No. 14, per 

PML EOE Sse. tad in vine aoe ae $7.25 


Weatherproof wire base,N.Y.,cents per Ib. 20.00 
Cement, Chicago net prices, without bags 2.20 
Linseed oil (5-Ib. lots), N. Y., alee? a S18 
White lead in oil (100-Ib. keg), wise 
cents per Ib., carload lots. . = : 
Turpentine (bbl. lots), N.Y. | per gal... FCI 0. 
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Rolling Stock 


The British Columbia Electric Rail- 
way, Vancouver, B. C., has ordered 
from the Canadian Car & Foundry 
Company, Montreal, twelve  single- 
end cars arranged to be operated in 
trains during peak-load periods on 
Vancouver city lines. Their general 
type will be very similar to the trains 
which have proved. successful in 
Montreal, but the cars will be some- 
what larger, and the trailer will have 
complete four-motor equipment. The 
car bodies will be of all-steel construc- 
tion, with girder side frames, similar to 
the Toronto Transportation Commis- 
sion’s cars. The electrical equipment 
will be unique, and will, it is said, be 
the first of its kind to be used in 
Canada for street car propulsion. The 
motors will have a rating of 55 hp. at 
500 volts, to give ample margin for 
operation at the high schedule speeds re- 
quired in Vancouver, over heavy grades. 
The control system will be multiple- 
unit, with automatic electrically oper- 
ated camshaft controller operated by 
master controller on platform. The 
camshaft will be motor-driven, giving 
positive sequence of control steps, with 
current-limiting relay to give automatic 
acceleration. The master controller 
will have only three steps, starting, 
series and parallel, and in case the cur- 
rent-limiting relay operates too soon to 
start the car on a grade, the controller 
may be advanced by an advance lever 
till the car is in motion, when the auto- 
matic feature will come into play again. 
‘This control is similar to that installed 
in the Montreal Harbor Commission’s 
new electric locomotives. The pneu- 
matie door control will be interlocked 
with the master controller, so as to pre- 
vent application of power if all doors 
are not closed. The cars will be fin- 
ished outside in enamel, red with cream 
trim, and the interior trim will be ma- 
‘hogany finished birch. The trailer 
differs from the motor car in that the 
length of the front platform is 7 ft. and 
the seating capacity is 55. The trail 
ear has no rear platform. The detailed 
specifications of the motor car follow: 


Seatine capacity .... <= .<...26 tee ees 50 
Bolster eenters, length........ 25 ft. 0 in. 
Length over all... 52... 48 ft. $ in. 
Truck wheelbase ......-....--- 5 ft. 10 in. 
Width over Valk. 220/22 2-2. os § it. °4 in. 
Height, rail to trolley base....11 ft. 43 in. 
Headlning 2+. Ss. .-0.< ere eae ee Panelyte 
Air bEaKeS? «oes Westinghouse SME-D, 

10 x 12 in. 
AXIGS Je lsetwetet as A.E.R.A. standard, 4% in. 
Bumpers. .....--..- Rico anti-climbers, T-in. 
CarUsignal  systepict oe <0 en eee Faraday 
Side bearings....Canadian Car & Foundry 


Company self-oiling roller 

MGNEFOL Manciste e's Seana oleate Multiple-unit 
Couplers...... Tomlinson, Form 10 electric, 
with drum cutout switch 

Destination signs .\5.5,...25-2ancen Hunter 
“Door-operating mechanism....... National 
Pneumatic 


MONdeKS SU biochem teers HB lifeguards 
EIGRM USHER. sc et arose eis Golden Glow 
Journal DOX€S: 62... 50 --+s- ees 2 tin: 
Motors. 22. So. = English Electric Company, 
outside hung, 55 hp. 

Sea te ie.. eo ees oo eee Rattan upholstered 
Trolley retrievers....Earll, 4-A, long drum 
Trolley: banc cc. ot a ea U. S. No. 11 
Tucks Pate. ae Canadian Car & Foundry 
Company 

PWCRCOIS Goa ciesets sie einke ial 30 in., rolled steel 


Interstate Consolidated Street Rail- 
-way, Attleboro, Mass., which has just 
passed to the control of Hemphill & 
“Wells, New York, will be equipped by 
the new owners with five double-truck 


one-man cars and three single-truck 
one-man cars. Orders for these cars 
have been placed with the Wason 
Manufacturing Company at Springfield, 
Mass. The Interstate was formerly 
operated with cars that were leased. 


Newport Electric Corporation, New- 
port, R. I, ordered during January of 
the Fageol Motors Company, Oakland, 
Cal., four buses of the street-car type. 

Seattle Municipal Railway, Seattle, 
Wash., may possibly be in the market 
for new buses for equipping - feeder 
lines, if the suggestions recently laid 
before the City Council are approved. 

Macon Railway & Light Company, 
Macon, Ga., has reconstructed 13 of its 
cars into one-man cars. The remaining 
28 will be converted into the one-man 
variety as rapidly as possible. 

Pacific Northwest Traction Company, 
Everett, Wash., ordered during January 
of the Fageol Motors Company, Oak- 
land, Cal., two six-cylinder chassis. 


Track and Line 


San Francisco, Cal—The Board of 
Supervisors approved the measure for 
the improvement of Judah Street from 
31st to 41st Street. Instructions were 
immediately issued to begin construc- 
tion of the improvement. When com- 
pleted, the project will allow the pas- 
sage of a municipal car line from the 
ocean to the proposed Mission tunnel 
when the route for that has been finally 
decided upon. An appropriation of 
$500,000 for the street car line is al- 
ready available, but has been awaiting 
the Judah Street improvement. 


San Diego Electric Railway, San 
Diego, Cal., completed recently the Tide 
Street three-tier grade separation 
crossing, or Santa Fé overhead cross- 
ing, at a cost of $290,000. It has taken 
almost 5 months to construct the new 
viaduct, which is 2,000 feet in length. 
The object of the improvement was to 
eliminate the combination hazard that 
formerly existed at this spot. 


Los Angeles Railway, Los Angeles, 
Cal., is laying new tracks on Fifth 
Street between Flower and Grand, for 
which a franchise was recently awarded 
by the city. Girder rail of 116-lb. 
weight is being used. 

Seattle Municipal Railway, Seattle, 
Wash., may extend its Montlake and 
Eastlake Street car systems to the Uni- 
versity of Washington, if the agitation 
started by the people of the district 
affected results in action. D. W. Hen- 
derson, superintendent, was asked to 
report on the proposition. 


Shops and Buildings 


Detroit United Railway, Detroit, 
Mich., suffered damages of $10,000 re- 
cently by a fire at its Ann Arbor car- 
house. The office was partially de- 
stroyed, but the records were saved. 

Long Island Railroad, New York 
City, N. Y., has the structural steel in 
place for the new addition to its Morris 
Park shops. When completed this will 
provide six overhauling tracks for elec- 
tric car equipments and complete over- 
head traveling cranes and material- 
handling facilities. 


Trade Notes 


Joseph Dixon Crucible Company, - 
Jersey City, N. J., which manufactures 
graphite products, pencils, lubricants, 
crucibles and paint, announces the re- 
moval of its Boston office from 49 
Federal Street to 80 Federal Street, 
the new Chamber of Commerce Build- 
ing. 

Differential Steel Car Company, 
Findlay, Ohio, is acting jointly with 
the International Steel Tie Company, 
Cleveland, and is sending H. F. Hast- 
ings as a representative through Cen- 
tral and South America and several 
European countries, particularly Spain, 
Holland, Belgium and England and 
later Australia, to visit both the elec- 
tric traction interests and the steam 
railroads in these countries. Mr. Hast- 
ings, A.M.I.C.E., was formerly repre- 
sentative of a big British manufactur- 
ing interest in Spain. He has already 
covered Cuba, several of the Central 
American countries and South America 
and is now en route for Spain. 


Illinois Central Railroad has placed 
an order with the Ohio Brass Company 
for Tomlinson automatic air and elec- 
tric couplers to equip 260 cars. 


Scott Valve Manufacturing Com- 
pany, Detroit, Mich., has appointed 
Russell F. Kleinman, Land Title Build- 
ing, Philadelphia, as its sales repre- 
sentative. Mr. Kleinman will handle the 
complete line of Scott bronze and iron 
body valves in eastern Pennsylvania, 
southern New Jersey, Maryland, Dela- 
ware and the District of Columbia. The 
Charles H. Tinker Company, 201 
Devonshire Street, Boston, Mass., has 
been appointed the New England rep- 
resentative for the Scott complete line 
of bronze and iron body valves. 


International Oxygen Company, 
Newark, N. J., re-elected its officers at 
the annual meeting of the stockholders 
on Jan. 20. John Heller was added as 
secretary. The newly elected board de- 
clared a dividend of 6 per cent on all 
the outstanding stock of the company, 
payable semi-annually. 


Blodgett Engineering & Tool Com- 
pany, Detroit, Mich., has added Roy 
Gill to its sales organization. Mr. Gill 
is well known throughout the machine 
tool field in the United States and will 
work directly out of the Blodgett fac- 
tory as a special saies and service rep- 
resentative. 
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New Advertising Literature 


Herman H. Sticht & Company, New 
York, N. Y., has issued bulletin No. 135, 
an 8-page pamphlet describing the 
several models of its Standeo “2 in 1” 
megohmers. The pamphlet has sev- 
eral illustrations and diagrams. 

Georgia Railway & Power Company, 
Atlanta, Ga., has issued a supplement to 
its “Snap Shots,” dealing with its 
record of the Ohmer system of fare 
accounting for December, 1924. 

Wagner Electric Corporation, St. 
Louis, Mo., has issued bulletin No. 141, 
on Wagner repulsion-induction motors, 
BA type and bulletin 142 on the Wag- 
ner split-phase induction motors, BB 
type. 
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Lubricated Brake Rod De. 


: Easy Adjustment 


Master Mechanics will read- 
ily recognize the advantages 
of this new type Brill Brake 
Rod Casting. With the lever 
end closed the threaded brake 
rod is protected from dirt, 
water and snow, and being 
lubricated is safeguarded 
against the ravages of rust. 
Instead of difficulty due to the 
brake rod rusting tight, an 
experience familiar to many 


railway shops, brake adjust- 
ment is easily accomplished. 


Brake Rods with this closed 
type casting can readily be 
installed ini place of those hav- 
ing the open end type. 


Jam nuts and spring washers 
are unnecessary when used in 
conjunction with Brill Auto- 
matic Slack Adjusters. 


THE J.G. BRILL COMPANY fill 


PHILADELPHIA, PA. 
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Terminal improvement es 


under way in eee 
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Illinois Central has added its name 
to the list of railroad electrifications— 


to the list of high-voltage direct-current ie 
electrifications using 1500 volts. |. © I 


° 


Thirty seven route-miles of heavy-traffic es 
urban line out of Chicago will begin electrical a =~ 
operation next year. oF 


r 


For the initial installation of 120 two-car equip- 
ments General Electric will supply 100 per cent 
of the multiple-unit control equipment and 
100 per cent of the compressors and governors, — 
as well as half of the motors. 5 


TD =a MANTA AER 


ToT 
nT 


MN 


GENERAL ELECTRIC CO., SCHENECTADY, N. Y. SALES OFFICES IN ALL LARGE CITIES ae D 
ee: me 


ae, 


trey 
+=. ht ob 


Wi 


